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Isthmian Steamship Lines 


ISTHMIAN STEAMSHIP COMPANY 
General Offices: 50 Trinity Place, New York, N. Y. 


Branch Offices: 


Herald Building, SYRACUSE, N. Y. Commerce Bldg., ROCHESTER, N. Y. Rockefeller Bldg. et ane, O. 
Union Trust Bldg., CINCINNATI, OHIO Marine Trust Bldg., BUFFALO, 


DIRECT STEAMER SERVICE 


From New York, Philadelphia, Boston, Baltimore, New Orleans, Galveston, Houston, 
Mobile and Pacific Coast Ports 


To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports 


Also INTERCOASTAL SERVICE 


New York, Baltimore, Portland, Norfolk, and other Atlantic and Gulf Ports, to 
Los Angeles Harbor, San Francisco, Portland, Seattle, Vancouver, etc., and return to New York, 
Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers. 
Frequent Service to Honolulu without transshipment. 
For particulars, rates, sailings, etc., apply to Isthmian Steamship Company, 50 Trinity Pl., N. Y. City, or to 


NORTON, LILLY & COMPANY, General Agents—New York, Chicago, Detroit, Philadelphia, Baltimore, Norfolk, 
Newport News, Boston, New Orleans, Mobile, Cristobal, Balboa, San Diego, Los Angeles, San Francisco, 
Portland, Seattle, and Vancouver. 


E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom) 


0 sane seasenton Oana A 


Kansas City its 


TRANSF ER and STORAGE Co. 


” Reabousible — Reliable — -Remendile 
228-236 WEST FOURTH STREET — “Surrounded by the Wholesale District” 


Merchandise Storage — Low Insurance Rates City Delivery Service, Twice Daily 
Pool Car Distribution Prompt and Efficient Service 
Freight Forwarders and Distributors Excellent System of Stock Records and Reports 


Members: American Chain of Warehouses, American Warehousemen’s Association, Traffic 
Club of K.C., Kansas City Chamber of Commerce, United States Chamber of Commerce. 


WRITE US FOR INFORMATION AND RATES 
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ATLANTIC TIDEWATER TERMINALS 


17 State Street, New York City 


KEYSTONE WAREHOUSE COMPANY 
W. J. Bishop, General Superintendent 
Seneca and Hamburg Streets, Buffalo, N. Y. 









PHILADELPHIA 
TIDEWATER am 
TERMINALS 


Gren 





George W. Green, Vice-President and General Manager 













These great deep-water terminals 
offer facilities to the merchant ma- 
rine, shippers and consignees of 
export and import cargoes never be- 
fore available in this country. Mod- 
ern buildings, equipped with the 
most up-to-date machinery for the 
handling of bulk and packaged car- 
goes, offer the utmost in safety and 
security with the lowest possible in- 
surance rates. Centralized adminis- 
| tration, under a management special- 
| izing in terminal and warehouse op- 
erations, provides a uniform high 
standard of service to all patrons. 
There is direct rail transfer except 
in New York, where the terminal is 
located within the free lighterage 
limits. 


RICHARD D. JONES, Western Traffic Manager 
1646 Transportation Building 
Chicago, Ill, 


Vol. XL VIL. No, 9 








G. M. RICHARDSON 
General Manager and Treasurer 
10 CHESTNUT STREET 
PHILADELPHIA, PA. 





ER DISPATCH 


AT SMALL COST 
FOR SHIPPERS &- DISTRIBUTORS 



















NORFOLK TIDEWATER TERMINALS 
A. Moore, Manager 
Norfolk, Va. 






















MERCHANTS WAREHOUSE COMPANY 
Malcolm A. Buckey, Assistant Treasurer 
10 Chestnut Street, Philadelphia, Pa. 





HAIN of TIDEWATER TERMINALS, 
and ALLIED INLAND WAREHOUSES _ 


HARVEY C.MILLER President 
W.B.MCKINNEY Secretary &Treasurer 





COMMERCIAL TRUST BLDG. PHILA. PA. 
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~HEDGER 
Great Lakes 


The Traffic World 





SERVICE 


The Only Direct Barge Line 


SERVING WITHOUT TRANS-SHIPMENT 


New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 


ge 


4H 


ORAIN 


Substantial saving in freight rates via all-water 
route without any transshipment. 


Our service extends also to and from western lake 
points as far as Chicago and Duluth by trans- 
shipment at Buffalo. 


700 gross tons constitute average barge load. 


Barges move in fleets of four with approximate 
total capacity of 2800 gross tons. 


Our boats are especially adapted to quick handling 
of bulk commodities. 


ii 
KINGSTON UP 


< 


Wael Cane | 
Qisaeneen Al amy [XR j 


% ‘4 ali } 





Average running time, from Lake Erie ports to 
New York, 12 days. 

Our service is reliable and offers shippers the expe- 
rience of 9 years’ successful operation in this field. 
Barges always available for prompt loading at 
Cleveland, Toledo, Detroit and Buffalo. 

Cargo received on board alongside dock at lake 
ports and delivered to alongside steamers or con- 
signees’ dock in the port of New York. 

Cargo also received for safe ports on Long Island 
Sound. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, Inc. 


21 West Street, New York, N. Y. 


BUFFALO OFFICE: Chamber of Commerce Building 


MEMBERS: 
N. ¥. Produce Exchange 
N. Y. Maritime Exchange 





TELEPHONE 
WHitehall 4-0420 
BONDED CARRIER 
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FOR YOUR TRANSPORTATION 


Here is a world-famed industrial region right in the heart of the iron, 






steel and coal industries, served by a perfect network of railroads and 
deep waterways—the result of 150 years of progressive industrial 
development—offering a direct short cut to a great market of 43,000,000 
people within a radius of 500 miles, including a primary market of 
2,500,000 in the metropolitan district alone. 


Along the lines of the Montour R.R. are numerous desirable factory 
sites that would be most satisfactory for your branch 


factory or warehouse. Let us tell you about them. 


ONTOUR:-RI 


PITTSBURGH 
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THE ONLY DIRECT STEAMSHIP SERVICE 
FROM PACIFIC COAST TO WEST INDIES 


Cargoes go direct from Pacific Coast ports to San Juan, Ponce and 
Mayaguez, Porto Rico, on modern freight vessels. Sailings from 
Pacific Coast ports every 14 days. Ask your nearest McCormick 
agent for sailing dates. Agents: San Juan Mercantile Co., San 
Juan, Porto Rico; Ramon Cortada & Co., Ponce, Porto Rico. 


OTHER MecCORMICK ROUTES 


Pacific Coastwise (5 Routes) Pacifie-Argentine-Brazil 
U. 8. Intereoastal (Munson-McCormick) (U. S. Mail Steamers) 


Eliminate Worry-—Your Next Shipment via McCormick 


Portland 
Seattle 


Tacoma 


Oakland 
Los Angeles 


San Diego 215 Market St. 


San Francisco Astoria 
Vancouver, B.C. DOuglas 2561 











PAGE 1356 






The Railroad of 


a Great Empire 


A Message from 
L. A. Downs, 
President, 


Illinois Central System. 





Dependable for 80 Years 


The Illinois Central System ts 
producer of transportation service 
for a great inland empire, the eco- 
nomic heart of the United States. 


Fourteen states with a popula- 
tion of 38,500,000 and with 
56,900 industrial plants having 
an output of $18,300,000,000 a 


year constitute this empire. 


This empire produces one-third 
of the cotton, three-fifths of the 
grain, one-third of the tobacco, 
nearly all the sugar cane, one-half 
of the livestock, three-tenths of 
the lumber, one-third of the coal 
and seven-tenths of the iron ore 
that are produced in the country. 


Serving this great empire day 
in and day out — hauling its 
freight, carrying its passengers, 
contributing to its upbuilding— 
is the task to which the Illinois 
Central System is committed. 


Constructive criticism and sug- 
gestions are invited. 


Kann 


Chicago, June 1, 1931. 


THE ILLINOIS CENTRAL SYSTEM 


This is the first of a series of sketches descriptive 
of this railroad. Others will follow, telling about its 


properties, its owners, its personnel and its patrons. 
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“Care of 
Soo Line” 


Means Something / 


When we ask you to route your freight “care 
of Soo Line” we do not refer only to the 
mechanical handling of your shipments. We 
mean that those shipments will receive the 


extra care that is characteristic of the Soo Line. 


For the Soo Line organization is made up of 
people who are personally interested in mak- 
ing sure that each shipment is handled with 
the utmost care and that it gets to the right 
place at the right time. 


This accounts for the Soo Line’s reputation as 
“The Road of Friendly Service.” It also 
accounts for the fact that many of the country’s 


° ° ° ° . To avoid delay, shipments for Canadian destina- 
leading shippers habitually put their trust in ,,°° saueh ie cagtiamntnd ty Gikenen? Wenens 


h 2 Declaration made in triplicate. This document 

the Soo Line. must be delivered to railroad agent at initial 
point with the shipment and accompany same to 
Canadian port of entry. 


$3 


A0-W. 
? 

2 ° a % 

44,£° 7G 0 N 
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Agricultural and Industrial Opportunities Along the S, P 








Thousands of Fertile 
Acres Served by 
Good Transportation 


Thousands of acres as 






























fertile as those depicted 
here and innumerable 
sites for industrial lo- 
cations, are available in 


the territory served by 
the Southern Pacific 
Lines in Louisiana, 
Texas, New Mexico, 
Arizona, the West Coast 
of Mexico, California, 
Oregon, Nevada, and 
Utah. 

In the Southern Pa- 
cific territory you have 
a choice of climate. 
population. production 
and industrial opportu- 
nity unrivaled anywhere. 

Our representative will 


be glad to call at your 
home. or office to dis- 
euss the advantages of 


this territory with you. 
































(An Imperial Valley Farm) 


> | OUTHERN PACIFIC offers through freight service 
between the Pacific Coast and the Atlantic Sea- 
board entirely over its own facilities via the Sunset- 
Morgan Line. 

No other railroad serves such an extensive territory in 
the South and West. Fast manifest freight and through 
package car schedules are maintained from eastern points. 

Detailed information as to these schedules and the ad- 





Refrigerator Cars 
Enroute Eastern 


| 
| 


Market vantages offered in the territory served by Southern Pacific, ficig 
can be obtained from any one of the offices listed below. 
of 0 
- ® thar 
4 C 
the 
NO } 
You are cordially invited to use the facilities of our entire organization in any alte 
way we can serve you. Simply communicate with our representative nearest to you. has 
Atlanta.. sn eaigaiial cee .Healey Bldg. OS URSA es .Majestic Bldg. ~ Uptown Pass. Ticket Of .531 Fifth Ave. at ath St its 
Baltimore. . Swidave 209 Morris Bldg. Havana..........Pi ¥Y Mar gall (antes Obispo) 46 Oklahoma _ os 2 Perrine Bids. 
Birmingham. |502 Protective Life Bldg. Indianapolis.............Merchants Bank Bldg. Philadelphia. . ROE Ter Packard ld Ss tray 
Boston... a ere .Old South Bldg. Bamsaene Clty... 00.5 cece ——— Exchange Bldg. Pittsburgh. . ese seat ad aaa _Park ‘ : 
a ‘Ellicott Square Bldg. Louisville........... .Fourth & Walnut Sts. Salt Lake City. awe ance aabe - . ero line 
Cincinnati. . .Dixie Terminal Memphis.......... .Exchange Bldg. Seattle.. ; is uit » 1405 Fourth 1 : 
Chicago—Freight Dept.. Southern x Bldg. a... ‘ee . | Metropolitan Life Bldg. Ag eee si dian sierareiele oad Carleton 4 Lot 
a ae Dept. eiaieataaeey 33 W. Jackson Mexico City .. Ave. Cinco de Mayo, No.7 ee ee Granville 
—* ee Bldg. Monterrey. . ae Langstroth Washington, D.C..... Shoreham 











Denver.. ia red sesh ater meatal aiceret ..Boston Bldg. New York City—Frt.-Pass.. .165 Broadway Winston-Salem, N. =... : i a "613 Reynolds Bids. 
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Our Platform 


Keep the government out of business. This applies 
toocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

A special fee for the use of the highway by motor 
wthicle common carriers as a place of doing business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
toads as a whole the adequate revenue prescribed by the 
hw and the Commission. 

Development of inland waterways for commerce 
oly where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
oder to recoup the taxpayers for the cost of develop- 
ment and maintenance. The differential between rail 
and inland waterway rates, if one is found to be justified, 
should be fixed on the basis of a scientific study of the 
comparative cost of rail and water transport. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
nen that they must equip themselves to give the sort of 
etvice that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
tegulation from the rail carriers. In other words—equal- 
we the burden of regulation in the interest of fair com- 
petition and the proper maintenance of rail transport. 





FAVORED TRANSPORT AGENCIES 


HAT are some of the agencies of transportation 

that are taking traffic away from the railroads, 
ind doing it, to greater or less extent, because of arti- 
ical aid? 

First, there are the motor vehicles. We may leave out 
‘four consideration the private automobile, which, more 
han anything else, has reduced railroad passenger traf- 
i, It has come to stay. There is no way of reimbursing 
‘he railroads for the losses it has caused and there is 
reason why they should be reimbursed. The private 
‘Mtomobile is merely a development in modern life that 
‘a8 to be accepted. The railroads may attempt to meet 
8 competition with lower fares, more comforts for 
"ravelers, or what not, but if their efforts along such 
‘tes do not avail, there is no help for them. You can- 
wt and ought not to expect to make people who prefer 


to ride in their own automobiles ride on trains, any- 
more than you can or ought to expect to compel to walk 
people who have been deprived of their legs. So that is 
out of the problem, except as the railroads may be able 
to deal with it themselves in a competitive way. 

But there are also the common carrier busses and 
trucks, increasing every day in number and in the amount 
of freight and passenger traffic they carry. They are a 
legitimate transportation agency and fill a need. They 
should be allowed, of course, to function to fill that need ; 
but can anyone with any sense of fair play deny that they 
should be allowed to do so only under terms and con- 
ditions that put them on all fours with the railroads 
with respect to competitive conditions? In other words, 
ought the demand for them, as compared with the de- 
mand for the railroads, to be stimulated by artificial 
means? 

The railroads are regulated strictly and their com- 
petitors, the motor vehicles, are regulated not at all 
interstate, and only spasmodically and sometimes merely 
on paper, intrastate. Should there not be an equaliza- 
tion of this burden, either by removing some of the regu- 
lation from the rails, or by putting it on the motor 
vehicles, or both? It seems to us that to state this ques- 
tion is to answer it, in the mind of any fair person. It 
is no answer to say that the competition thus offered 
the railroads is small, compared with the losses suffered 
on account of private motor carriers. It may be com- 
paratively small, but it is growing, and whether it is 
growing or not, it should be dealt with, to the extent 
that it exists, on a fair basis. 

Then, we are met with the argument that regulation 
was imposed on the railroads because of their misdeeds, 
and that the same burdens ought not to be imposed on 
their competitors until the latter, by similar misdeeds, 
show that they need it. We do not know by what code a 
man who drives or owns a truck may be conceived to 
be less likely to sin than a man who owns or operates 
a railroad, and we do not know why we should have to 
wait for him to sin before we surround him with the 
safeguards that have been found necessary in the case 
of his predecessors. Anyway, we are not considering 
morals, but economics, and there is no justification for 
an economic system that imposes burdens of regulation 
on one kind of transport and witholds them from another 
because the other has not yet robbed a bank. 

There is the somewhat similar argument that, in the 
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A fast freight along the Ohio River 


For Satisfactory Transportation 
in the Great C. and O. Territory 
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The great Russell Yards and Hump he 
“Via C. & O.” means satisfactory freight transportation between the great shipping centers of the Central 
States and the Virginia Seaboard. ar 
C. & O. service is maintained to build business for both shippers and receivers as well as for the ey 
railroad. - 
That is the reason for the fast through freight trains each day, for the fine terminal facilities, for the m 


modern equipment, for the daily passing reports. 


When you have freight originating in or moving through the C. & O. territory, specify “via C. & O.” 
Then you, too, will know the significance of C. & O. service. WI 


CHESAPEAKE 2"¢ OHIO 


‘The Road That Service Built’’ 
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early days, the railroads were subsidized. This argument 
‘<qsed by the antirailroad side in every discussion that 
vrises with respect to any form of subsidized competition. 
The railroads were assisted by land grants because the 
ountry needed railroads and that was the only way to 
wt them. The railroads have been, by means of reduced 
rates on government shipments, reimbursing the tax- 
payers for those land grants ever since they were made. 
Whether they have paid enough for them or ever will 
yay enough, we are not sure, but the point is that this 
is water over the dam—like the misdeeds of the railroads 
in earlier days. A sound economic system does not pun- 
ish persons for past misdeeds or reward them for past 
or present virtues; economics is unmoral; it sets all on 
the same plane and governs them alike. What has been 
jone in the past is of no moment now. For the purposes 
of this argument, we may admit that all railroad men 
in the past were thieves and cut-throats, and would be 
« again if the bars were taken down, and that all op- 
erators of other forms of transport are angels of sweet- 
ness and light and will continue so, regardless of law or 
regulation; but we are not dealing with sin; we are 
lealing with competitive conditions, and are dealing with 
them, not by way of punishment or reward, but that the 
commerce of the country may be carried on in the most 
satisfactory way, the public welfare being the considera- 
tion. 

There is one other phase of this motor competition 
that should be dealt with. That is the use of the high- 
ways, paid for partly with money raised by taxation of 
all the people (including the railroads) by motor ve- 
hicles as a place of doing business in competition with 
the railroads, with no direct charge for such use. We 
know the figures that are brought forth to prove the 
vast sums the motor vehicles pay in taxes of one sort or 
another. They are confusing, and they prove nothing 
anyway. The point is that, except in a few states, there 
isno direct payment for the use of the highway by com- 
mon carrier motor vehicles, and there should be. It is 
uot fair that, to any extent, the roadway for the com- 
mon carrier motors should be paid for by the people 
‘including the railroads) while the railroads must build 
ind maintain their own roadways out of their own earn- 
ings. To determine just what this charge should be is 
teyond our power. It should be the subject of fair and 
intensive study by experts; but whatever is found to 
be just, large or small, should be assessed. 

Then, we have the inland waterways, being developed 
ind maintained largely because our engineer President, 
‘ven before he became President and was merely Sec- 
'ttary of Commerce, dreamed a dream in which he en- 
‘isioned the vast net work of rivers in this country 
leepened and made ready for the carriage of freight, 
vhich was to be drawn to them by the inducement of 
lower freight rates. We hope we may be pardoned if we 
Say that this was an engineering dream and not an eco- 
homie one. You know, one may be ever so efficient an 
‘ngineer and yet not so good in dealing with economic 
‘uestions; it works that way sometimes even with rail- 


toad presidents, 
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This development was undertaken with no study of 
the comparative cost of rail and water transportation, 
but water rates were established at an arbitrary dif- 
ferential of twenty per cent under the rail rates. Of 
course, shippers who can do so use the waterways and 
save that twenty per cent. Of course, also, there should be 
a scientific and fair survey made to determine just what, 
if any, differential is justified. Until that is done, there 
is no way of disproving the pretty general and, we believe, 
warranted belief that the public pays in taxes for a 
pretty large share of the benefits received by waterway 
shippers. 

Moreover, operators of inland waterway transport 
pay nothing for the use of the waterways, deepened and 
maintained at the expense of the taxpayers (including 
the railroads) as a place of doing business for profit in 
competition with the railroads. The same principle is in- 
volved here as in the use of highways by motor vehicles, 
but to a much greater extent. 

If this is unfair competition, when indulged in by 
private water carriers, how much more unfair it is when 
indulged in by the government itself, which operates its 
own barge line on the Mississippi and Warrior rivers in 
violaton of all sound opinion contrary to the advisability 
of the government going into business in competition 
with its citizens. This operation is supposed to be a noble 
experiment with a view to showing what can be done 
with the rivers, but the experiment has become a habit 
and continues to be a competitive effort, the statements 
of the government’s operators as to profit and loss not 
even taking into account certain charges—such as cost 
of capital, insurance, and taxes—that private business 
has to meet. 

This competition is not only unfair to the railroads, 
but to private waterway operators and to shippers who 
cannot use it but are in competition with shippers who 
can. There is some realization of this fact expressed, 
but not nearly as much as one would expect. Not only 
individuals but chambers of commerce and other business 
associations in communities that profit by this waterway 
operation are extremely vocal in favor of it, joining in the 
chorus raised by the politicians who float into office to 
the pleasant strains. Inland waterway operation, as at 
present conducted, is an injustice not only to the rail- 
roads, but to the taxpayers generally and to shippers 
unfavorably located. They do not, apparently, under- 
stand what is being done to them or they would make 
more noise about it. Much has been said in favor of it 
on the theory that it creates traffic and, thus, in the long 
run, will be an advantage rather than a disadvantage 
to the railroads. Of course, this line of thought assumes 
that the railroads do not know what they are talking 
about and are not as well acquainted with their own 
business as Senator Brookhart may be. We think it is a 
fact, however, that it cannot be shown that the govern- 
ment barge line has created a single pound of new busi- 
ness—business that would not have moved in some other 
way if there had been no barge line. 

Next, we have the intercoastal steamships, making 
rates at will, taking business from as far west as the 
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Mississippi Valley, routed by rail to the Atlantic sea- 
board and then by steamship through the Panama Canal 
to the Pacific coast, cheaper than it can be hauled by 
rail from the Mississippi Valley to the west—and the 
railroads not allowed to meet this competition through 
fourth section rates. The answer is that the intercoastal 
vessels should be regulated just as the railroads are 
regulated, and by the same authority, in the interest of 
a coordinated system of transportation with no one kind 
of transport having an advantage over another. 

It is somewhat encouraging that the intercoastal 
steamships themselves—some of them—are now talking 
more or less favorably of some kind of regulation, having 
found it impossible through their own devices to keep 
rates stable. The desirable outcome may finally come 
about through the very selfishness of those who have 
been opposing it. 

Then, there are the encroachments of air transport 
—not very heavy and, in our opinion, not likely ever 
to be very heavy. Moreover, the railroads have got in 
on the ground floor here and are hooking up their serv- 
ice with that of the airways. But, even here, there is 
favoritism and hardly a voice raised against it—govern- 
ment-lighted airways, government and municipal land- 
ing fields, or terminals, with little or no cost to the air- 
way transport operators, who are in the private busi- 
ness of hauling passengers and other things for profit. 
This beginning may develop into something to plague 
us later, but it is not especially important now, except 
as illustrating a tendency. 

Of course, there is no question here of making the air- 
planes pay for the use of their roadway—“free as air” 
is a maxim. To those who fling this at us as a seeming 
inconsistency in our idea that those who compete with 
the railways by using roadways furnished free, in whole 
or in part, should pay fully for their use, we reply that, 
when it becomes necessary for the government at the 
expense of the taxpayers (including the railroads) to 
push back the clouds or rarefy the atmosphere so that the 
airplanes may operate, then it will be just that the flyers 
should pay for their use of the air. , 

Pipe line transportation of oil is another thing that 
vexes the railroads. It takes business away from them 
in two ways—by depriving them of oil traffic and by thus 
providing a substitute for the coal they would otherwise 
haul. We may be wrong, but we do not believe the rail- 
roads can hope for much relief here. They are simply 
the victims of a development that takes away from them 
some business which they cannot hope to hold. 





RAILROAD EARNINGS 


Class I railroads of the United States for the first four 
months of 1931 had a net railway operating income of $146,- 
136,775, which was at the annual rate of return of 2.11 per cent 
on their property investment, according to reports filed by the 
carriers with the Bureau of Railway Economics. In the first 
four months of 1930, their net railway operating income was 
$238,805,095, or 3.51 per cent, on their property investment, 
according to the bureau’s statement, which continues as follows: 

Property investment is the value of road and equipment as shown 
by the books of the railroads, including materials, supplies and cash. 
The net railway operating income is what is left after the payment 


of operating expenses, taxes and equipment rentals but before in- 
terest and other fixed charges are paid. 
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This compilation as to earnings for the first four months 
0 


1931 is based on reports from 170 Class I railroads representing t | 
a 


total of 242,720 miles. 

Gross operating revenues for the first four months of 1931 t 
$1,448,260,061 compared with $1,783,685,089 for the same sytotdled 
1930, or a decrease of 18.8 per cent. Operating expenses for y, 
SP a = 1931 oe to $1,148,323,419, compared wit 
$1,387,040, or e same period one year ago or ; 
17.2 per cent. . a decrease of 

Class I railroads in the first four months of 1931 paid $119 163,867 
in taxes, compared with $118,144,072 for the same period in 1930 
decrease of 6.8 per cent. For the month of April alone, the ta 1° 
of the Class I railroads amounted to $28,154,213, a decrease y ul 
843,021 under April the previous year. $1,- 

Forty-five Class I railroads operated at a loss in the first four 
months of 1931, of which thirteen were in the eastern, six jn re 
southern and twenty-six in the western district. ; the 

Class I railroads for the month of April alone had a net railway 
operating income of $39,074,311, which, for that month, was at the 
annual rate of return of 2.22 per cent on their property investme . 
In April, 1930, their net railway operating income was $6? 312,348 oy 
3.61 per cent. eer nae 

Gross operating revenues for the month of April amounted +, 
$369,652,307, compared with $451,233,257 in April, 1930, a decrease 
of 18.1 per cent. Operating expenses in April totaled $290,617 549 
compared with $348,279,197 in the same month in 1930, a decrease 
of 16.6 per cent. j 

Eastern District 


Class I railroads in the eastern district for the first four months 
in 1931 had a net railway operating income of $84,496,858, which was 
at the annual rate of return of 2.51 per cent on their property jp. 
vestment. For the same period in 1930, their net railway operating 
income was $137,159,502 or 4.18 per cent on their property investment 
Gross operating revenues of the Class I railroads in the easter, 
district for the first four months in 1931 totaled $732,886,053, a de. 
crease of 18.7 per cent below the corresponding period the year 
before, while operating expenses totaled $575,465,882, a decrease of 
16.6 per cent under the same period in 1930. ij 

Class I railroads in the eastern district for the month of April 
had a net railway operating income of $24,255,714 compared with 
$38,014,398 in April, 1930. ; 


Southern District 


Class I railroads in the southern district for the first four 
months ,of 1931 had a net railway operating income of $17,899,987 
which was at the annual rate of return of 1.53 per cent on their 
property investment. For the same period in 1930, their net railway 
operating income amounted to $33,010,830, which was at the annual 
rate of return of 2.83 per cent. Gross operating revenues of the 
Class I railroads in the southern district for the first four months 
in 1931 amounted to $191,442,512, a decrease of 19.4 per cent under 
the same period in 1930, while operating expenses totaled $154,265,735 
a decrease of 16.6 per cent. 

Class I railroads in the southern district for the month of Apri 
had a net railway operating income of $5,359,814, compared with 
$7,993,296 in April, 1930. 

Western District 


Class I railroads in the western district for the first four months 
in 1931 had a net railway operating income of $43,739,930, which was 
at the annual rate of return of 1.84 per cent on their property !n- 
vestment. For the same four months in 1930, the railroads in that 
district had a net railway operating income of $68,634,763, which 
was at the annual rate of return of 2.92 per cent on their property 
investment. Gross operating revenues of the Class I railroads in 
the western district for the four months’ period this year amounted 
to $523,931,496, a decrease of 18.8 per cent under the same period 
in 1930, while operating expenses totaled $418,591,802, a decrease of 
18.2 per cent compared with the same period in 1930. 

For the month of April alone, the net railway operating income of 
the Class I railroads in the western district amounted to $9,458.78 
The net railway operating income of the same roads in April, 193%, 
totaled $16,304,654. 


Class I Railroads—United States 
Month of April 


1931 1930 
Total operating revenues............... $ 369,652,307  $ 451,233,257 
TOtal OPGTALING CGXPESNSES. 2... o00cccccecs 290,617,542 348,279,197 
[ee ee a eee 28,154,213 29,997,234 
Net railway operating income.......... 39,074,311 62,312,348 
Operating ratio—per cent............... 78.62 77.1 
Rate of return on property investment.. 2.22% 3.61% 

Four months ended April 30 
1931 1930 


Total operating revenues............... $1,448, 260,061 $1,783, 685,089 
Total operating expenseS............... 1,148,323, 419 1,387,040, 660 
CS ae ak ao 110,163,867 118,144,072 
Net railway operating income.......... 146,136,775 238,805,095 
Operating’ ratio—per cent............... 79.29 17.76 
Rate of return on property investment 2.11% 3.51% 


CAMDEN AND AMBOY ANNIVERSARY 


The one hundredth anniversary of the beginning of con- 
struction on the Camden and Amboy Railroad, the first railroad 
in New Jersey and one of the first pieces of rail track to be 
laid in this country, is being celebrated this month. A piece 
of the old rail on the original stone ties is still in existence 
near Jamesburg, N. J., where it parallels the modern line of 
the Pennsylvania. The Pennsylvania took over the route of 
the earlier company in 1871. The piece of hundred-year-old rail 
is said to represent the first introduetion of T-rail, similar to 
modern design, into railroad construtcion. It is held to the 
stone ties by means of hooked spikes quite like the spikes in 
use today in road construction. Another interesting point cod 
cerning the track of the old line is that, because of failure to 
deliver stone blocks with sufficient rapidity, a part of the = 
was laid on wooden crossties, as a temporary expedient. oe 
is said to have been the first instance of rails being spike 
directly to wooden crossties. 
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, taken from New York publications by the 
manager of a sales division of an investment 
banking house, suggested as topics for the 
Mournful Order of Jeremiahs. The collection 
was intended for private circulation: 

“New York Central Fails to Earn Dividend—Deficit of $2,411,- 
«) for Six Months”; “Heavy Selling in U. S. Steel—Directors 
\mit Falling Off of New Business”; “Rumor Southern Pacific 
il Not Pay Dividend”; General Decline in Prices’; “High 
ty Kills Efficiency”; “Coffee 10-15 Points Lower”; Stocks Con- 
jue Downward Plunge”; Speculators Rush Back from Sara- 
ga”; Wall Street Believes Financial Chaos Near”; “Stocks 
Tumble to New Low Levels”; “Only Shortness of Day Prevents 
Panic on Exchange”; “Disaster Coming—J. D. Rockefeller Warns 
Country’; “Call Money New Low at 2%”; “Whole World Fast 
Tuning to Socialism”; ‘“‘No Faith in President.” 

That is enough to send even an optimist to the cellar until 
the storm is past. Of course, there are two or three in the 
lection that warn the reader that, perhaps, the headlines 
vere not written last week. For instance, there is that one 
aout brokers hurrying home from Saratoga. Brokers no longer 
think of Saratoga as exciting; also, high wages have been deified 
in recent years. 

The fact is that the headlines are from newspapers pub- 
lished in 1907, when the country had a frightful bank panic. 
Theodore Roosevelt was then the President. 


Topics for the 
yournful Order 


of Jeremiahs 





Not only do the conser- 
vationists know so many 
things to make us uncom- 
fortable, talking about the 
time when we shall have no oil, no coal, and no lumber, but 
the doctors in the Department of Agriculture seem determined 
tosmash the idols the race has been building up through the 
enturies. Here is one putting out a monograph “or somepin” 
ieclaring that there is no healing virtue in skunk oil, not even 
for poor old rheumatic Dobbin. 

These departmental horse doctors and scientists have lit 
oa poor furrier in New York who has been putting out skunk 
vil, Without any deodorant, because the label on the bottle has 
teen telling horse owners that the product was good for their 
lorses. The scientists are telling him that there is no warrant 
for saying that the oil “has made valuable race horses out of 
ome that were practically broken down.” They also aver that 
tle oil would not “work like magic” on bones that have been 
token after they have knitted together, as the furrier would 
lave buyers of the “ile” believe. 

The iconoclasts threaten the furrier with all the pains and 

yenalties of the food and drugs label law if he ships the skunk 
“ in interstate commerce carrying labels proclaiming any of 
‘é asserted virtues hereinbefore set forth. All they can see 
food in the skunk oil is its use as an oil for hoof dressing. 
; ‘There is a somewhat general opinion,” says Dr. H. E. 
Moskey, one of the veterinarian iconoclasts, “that any medical 
reparation that smells bad or tastes bad has some magical 
curative power. This idea is entirely without foundation.” 

But homeopathic practitioners had a long uphill fight to 
convince humanity that their sweet little pills, which mainly 
ae of alcohol and sugar of milk, were of value in relieving 
pain in human beings. The belabored furrier, dispenser of 
‘tink oil, seems to think horse owners still believe a medicine, 


to 


0 be good for a horse, must be of a great pungency. 


Government Scientists Continue 


onoclastically Inclined 








Woodrow Wilson was credited 
with having said that he knew of 
ho more pleasant place to live than 
the English countryside. But Wil- 
son died too soon to know how 
could b much more ideal the tight little isle 
quiet +? How much more he would have appreciated the 
in ny the English country life if he could have known that, 
troubados years, motor coach minstrels, bus bards, or other 
ot a. known in England as “trippers,’ making a practice 
ances — instruments, singing or crooning on public convey- 
lation, ould have their fingers and vocal cords muted by regu- 

8 akin, perhaps, to the ubiquitous German verboten signs. 


Britain Becoming More 
deal than Ever 
a Place of Living 
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Yet such is the fact, according to the Department of Commerce 
automotive division. 

Sad as the fact may be, the British authorities, however, 
have not yet risen to the sublime height of putting muzzles 
on those who, having access to a microphone in a radio station, 
croon, moan, and syncopate more than enough between the 
time the first notes come into the house and the time when 
the switch is thrown into the proper position. 

The ban on the convivial and high-spirited “trippers” is 
contained in the official orders known as “Provisional Regula- 
tions for the Conduct of Drivers, Conductors and Passengers” 
and is defined as follows: 


. . . When in or on the vehicle to the annoyance of other persons 
use Or operate any noisy instrument or make or combine with any 
other person or persons to make any excessive noise by singing, 
shouting or otherwise. 


In other words, the ukelele, the banjo, and even the bag- 
pipe, as well as the choral singing with which itinerant min- 
strels were accustomed to entertain their fellow passengers, are 
to be banned, are to be utterly taboo, the new rules indicate. 





According to the Department of Agri- 
culture press service, dwellers in urban 
communities are about as ignorant as to 
the money producing things on a farm as 
if most of them had never heard of a 
farm. A group of such ignoramuses, ac- 
cording to the authority cited, was asked the most important 
farm product from the point of view of money brought to the 
farmer. The first guess was wheat. Then the group guessed 
that wheat was second best money producer, only to find that 
it was not even third. 

Cotton stands first, milk is second, and the hog third. 
Therefore, the pig is the crown prince. Even cattle and calves, 
hens and eggs are ahead of wheat. The cash income from eggs 
and chickens, five-year 1925-29 average, was $813,445,000, or 8.13 
per cent of the cash income from all farm commodities. The 
cash income from wheat averaged $790,129,000, or 7.89 per cent 
of the total. 

Practically 60 per cent of farmers’ cash income from agri- 
cultural products is received from cotton, milk, hogs, cattle, 
calves, eggs, and chickens, according to compilations by the 
Bureau of Agricultural Economics. 

Cotton and milk vie for first place as cash income products, 
the income from cotton lint and seed being estimated by the 
bureau at $1,460,107,000 as an average for the five-year period 
1925-29, or 14.59 per cent of the cash income from all farm com- 
modities, and the cash income from milk at $1,453,646,000, or 
14.52 per cent of the total. The five-year average total is com- 
puted at $10,008,450,000. 

Hogs, which use most of the corn crop, rank third in impor- 
tance of cash income, the five-year average value being $1,292,- 
353,000, or 12.91 per cent of the total. Cattle and calves are 
next with a cash income value of $1,006,142,000, or 10.05 per 
cent of the total, followed by eggs and chickens, and then wheat. 

Corn, sold as grain, truck crops, tobacco, wool, sheep and 
lambs, miscellaneous fruits and nuts, hay, forest products, 
apples, and oats range next in descending order of importance 
as cash income products. No other individual product con- 
tributes as much as 1 per cent to the total cash income. 

Horses and mules may be strange animals to most urban- 
ites, but horses and mules contribute nearly $25,000,000 a year 
to farmers’ cash income. Some persons might place potatoes 
high on the list of income products, but actually the cash income 
from potatoes on the average for the five-year period was only 
3.52 per cent of the total, or $290,329,000. Hogs yielded more 
cash income than cattle and calves combined, and tobacco— 
universal weed—only 2.61 per cent of the total, or $261,489,000. 


Cotton Is King 
and the Cow Is 
Queen in America 





After the lapse of more than 160 years, 
the vestry of Pohick Church, Fairfax 
County, Virginia, has decided to execute 
the plans, drawn by George Washington, 
for a vestry or parish house. It is to be 
severely colonial, to match the church. 
The plans were made in 1770, but, before the parish could raise 
the money, the Revolutionary War came along. They were 
then laid aside. The parish was then a part of the established 
church system of Virginia abolished through the efforts, largely, 
of Thomas Jefferson. 

Pohick has been a poor parish. It suffered greatly in the 
Civil War period. Coming of the hard-surfaced road and the 
revival of interest in colonial matters have been good for 
Pohick Church, of which Washington was a vestryman as 
well as of the church at Alexandria, People have taken an- 


Pohick to Execute 
an Ante Revolu- 
tionary War Plan 
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interest in the old church, which is only a nice Sunday morning 
motor drive from Washington, and its affairs are looking up. 





President Hoover has congratulated 
Secretary of War Hurley on what he 
calls the “remarkable success achieved 
in the maneuvers just terminated” by 
the army air forces, in which the regulars, the national guard 
and the organized reserves participated. A force of 672 air- 
planes was assembled and maneuvered from the middle west 
to and along the eastern seaboard from Maine to Virginia with- 
out serious mishap. Actuaries figured that the lives of six men 
would be snuffed out in the course of the war practice, but 
nothing more serious than four colds happened to the men in 
the force. 

Ground covered by Orville Wright in his epochal flight from 
Fort Meyer to Alexandria, Va., and back again, just a step now 
for an automobile, was flown over by the army planes. They 
also flew over the ground in which the balloon corps of the 
federal army, consisting of six units, operated from 1862 onward 
in observation work. The only balloon the Confederate states 
had also operated in that area. It was made out of silk dresses 
contributed by the women of the south. When it was captured, 
General Longstreet considered it the meanest of mean Yankee 
tricks—robbing the south of its last silk dress. 

But, while 672 planes looked impressive, a few newspaper 
correspondents recalled that Captain Fortescue, of the British 
army, talking informally at the National Press Club one day, 
unintentionally revealed that, in the World War, as many as 
1,200 planes were aloft on the western front at one time. 
That makes 672 planes, years after the end of the war, seem 
not so magnificent an air armada.—A. E. H. 


THE RAILROAD PROBLEM 


(By Thomas F. Woodlock, in the Wall Street Journal) 


It would be unreasonable to expect people in these days 
to carry in their minds a collection of dry statistics or, in dis- 
cussing matters such as the suggested increase in railroad 
freight rates, to do so in an attitude of calm scientific inquiry. 
This makes it necessary from time to time to recall the facts 
with the object of getting them back into the discussion and 
possibly starting discussion afresh in the light of the facts. 
This is a good time to look at the facts concerning railroad 
freight rates. 

When the World War broke, the railroads, which in 1911 
and 1913 had applied in vain for increased rates on freight, were 
granted a 5 per cent increase. A further increase was granted 
on certain classes in 1917. Following the entry of the United 
States into the war, federal control was established in 1918, 
and in June of that year the Director-General ordered both pas- 
senger and freight rates increased, the latter by 25 per cent 
to meet the wage increases resulting from the Adamson act. 
On March 1, 1920, the railroads were reutrned to their owners, 
and in September of that year further general increases were 
granted by the Commission in both passenger and freight rates 
of varying amounts in the respective traffic regions, averaging 
33 per cént for the country. In 1922, the Commission ordered 
a general reduction of 10 per cent to aid depressed business. 
Not all classes of freight received all the advances and some 
classes of freight received more than the 10 per cent reduction. 

The net result was that the average freight ton-mile reve- 
nue of Class I roads, which in 1911 was 0.743 cent and in 1916, 
0.707 cent, rose to 1.275 cents in 1921, dropped to 1.116 cents 
in 1923, and by 1929 had declined to 1.076 cents. The 1929 
figure was thus about 45 per cent above that of 1911 and about 
15 per cent below that of 1921. 

Another way of looking at the matter is to express the 
result in total dollars and cents. The year 1920 was up to that 
time the peak year for volume of tonnage and passenger travel. 
The increase in rates made that year went into effect late in 
the year and thus affected only a small part of the business. 
The actual freight revenue in 1929 was, in round figures, 
$4,825,600,000. If to the 1929 business we apply the average 
ton-mile revenue of 1921, we get a total of approximately 
$5,715,000,000. This would have been the 1929 freight revenue 
had the average ton-mile rate of 1921 been applied to the 1929 
business. 

The difference between this and the actual revenue received 
is $890,000,000, and this, on the whole, fairly represents the 
amount of money saved to the public by reduced rates since 
1921. In addition to this, the railroads paid about $125,000,000 
more taxes than in 1920, which makes their total contribution 
through reduced rates and taxes about $1,015,000,000. 

They were able to do this by cutting operating expenses in 
an extraordinary degree, accomplishing it by reducing forces 
some 20 per cent and, in addition, operating their plant with 
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greatly increased efficiency. 
sults and the means by which they were obtained, ang ;, ; 
unnecessary to repeat the details. But it is well to a 
that between 1920 and 1929 the motor car and the Motor by: 
took about one-third of the railroads’ 1920 passenger traffic an, 
all the increase that would normally have occurred Selous 
1920 and 1929; also, that the motor truck did alm “ss 


Everyone is familiar with the ro. | 













remember ; 


OSt exactly 7 


the same thing with the less-than-carload business and, in adqj. 7 
tion, cut into carload freight to an extent not readily deter. 


minable, but distinctly noticeable. Nor is this all, for betwee, 


1920 and 1929 the increase in carload freight carrieq by the & 


railroads was quite largely made up of automobiles and gaso. 


line, and a decrease in coal tonnage of some 60,000,000 tong was § 


replaced by an increased traffic in road-making materials ls 
this way the railroads gained traffic mainly in the very ma. 


terials on which their competitors relied to take away the raj. | 


roads’ business. 

In 1929 the railroads employed an average of about 
1,660,000 persons, as against 1,647,000 in 1916 and 1,600.00 
in 1911, But payrolls in 1929 were about $2,896,000,000 againg 
$1,468,000,000 in 1916 and $1,167,000,000 in 1911. Thus with 
rates on freight averaging 45 per cent over 1911, payrolls 


were 148 per cent larger and were 97 per cent larger than | 
They are running at present about $2,200,000,00 7 
even under 7 


in 1916. 
annually with about 1,300,000 men employed; 


these conditions the wage bill is 50 per cent above 1916 and 


almost 90 per cent over 1911. 
1931 are showing earnings at a rate which if unchanged yill 


The Class I carriers so far in | 
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produce about $600,000,000 net railway operating income, as | 


against $1,275,000,000 in 1929 and $1,040,000,000 in 1916—a de. 


crease as against 1929 of $675,000,000 and of $440,000,000 as 


against 1916. They are still paying a wage bill greater than 
that of 1916 by some $732,000,000. 


These are the outstanding facts in the case of the railroads 


as it stands today, and in the light of these facts management 
and the regulating authority have no ordinary problem to solve. 
The problem, however, has one redeeming quality in that it is 
almost certainly temporary in character. It is a matter of 
rounding a sharp corner. Depression is now the real trouble, 
rather than competition of new kinds of _ transportation, 
and we must assume that depression will pass some day. That 
the railroad industry is not passing into permanent desuetude 
is as certain as anything can be certain. 


SUBSIDIZED COMPETITION 


The Illinois Grain Dealers’ Association, in convention at 





Peoria last week, adopted a resolution in which it says it “feels | 
that the transportation problem of the United States today is © 


one of the major problems which must be straightened out in 
order to maintain an economic system of transportation that 
will support and encourage business and industry and that will 
allow the main transportation organization, the railroads, a 
chance to compete for all traffic so that they can earn sufficient 
revenue to maintain their properties and develop with the needs 
of industry and the country in general.” 

The resolution continues as follows: 


This body desires to go on record and in line with its policy in 
the past, feels that the government should desist from any activities 


whereby they are directly or indirectly competing with the railroads | 


in the transportation of traffic. 


It is the sentiment of this body that transportation subsidized | 


by the government in any manner wherein a portion of the trans- 
portation cost is paid through taxes is not any different than the 
government corapeting in any other form of industry against individual! 
enterprise and capital, and its tendency is to break down and de- 
stroy the main transportation systems. 

Furthermore, the state highways and country 
structed at an enormous cost through the taxpayers’ moneys were. 
intended and were not constructed for the purpose of commerciali 
transporation of freight or passenger traffic. eee 

Trucking of freight and operation of passenger busses have !- 
creased in the last two years to such an extent that these highways 
will be destroyed before they are paid for, and, furthermore, these 
trucks and busses have become a menace to the people in genera 
driving automobiles. i 

Therefore, the Illinois Grain Dealers’ Association hereby pra‘* 
for action by our honorable governor, Louis L. Emmerson, and ee 
representatives in the legislature in session at the present time, © 
enact a law which will cover the situation in its entirety and jong 
that this law provide for a tax on the basis of weight hauled and i0! 
a limit on load, width and length, which is reasonable, safe and prope’ 
and asks that all forms of commercial transportation be subjecté? 
to the same regulation as railroads. 


CHANGES IN DOCKET 


Hearing in I. & S. 3599, Grain products (prepared flour) 
Carolina territory and other points, and I. & S. 3599 (1st supp 
mental order), Grain- products (prepared flour) to Carolina © 
ritory and other points, assigned for June 6, at Kansas City, 4 “ 
before Examiners Snider & Naefe, was postponed to date to 
hereafter fixed. ce 

Argument in No. 16000, Port Arthur Chamber of Commer 1 
& Shipping vs. Aberdeen & Rockfish et al., assigned for June *: 
at Washington, D. C., was canceled. 
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KAW VALLEY POTATOES 


The Commission, by division 2, in No. 22585, Kaw Valley 
oygto Growers’ and Shippers’ Traffic Association vs. A. T. & 
: fF et al., has modified, on reconsideration, the findings pre- 
wiping maximum reasonable rates for the future and relation- 
jp to remove undue prejudice found to exist in the previous 
sport, 171 I. C. C. 30, on potatoes from points in the Kaw 
«iey in Kansas to destinations in Missouri, Iowa, Minnesota, 
‘isconsiN, Illinois, Indiana, Michigan, Ohio, Pennsylvania, West 
fyeinia, Kentucky and New York. In that prior report the 
ymmission said that the rates were unreasonable to the extent 
‘op exceeded or might exceed 27.5 per cent of the correspond- 
oz first class rates prescribed in Western Trunk Line Class 
utes, 164 I. C. C. 1. It further said that the rates on onions, 
sbbage and turnips, in straight or mixed carloads, would be un- 
vasonable too they exceeded or might exceed 30 per cent of the 
‘stclass rates. It further found that the rates on potatoes from 
yints in the Kaw Valley would be unduly prejudicial to shippers 
that district to the extent the percentage relationship thereof 
» corresponding first class rates exceeded or might exceed the 
yrcentage relationship that rates contemporaneously main- 
uined on like traffic from points in the Cambridge-Princeton 
istrict, Cambridge, Minn, to the same destinations were of the 
wresponding first class rates prescribed in the Western Trunk 
line Class Rates case 

The case was reopened on the Commission’s own motion. 
The purpose was to make changes in the findings and order so 
more correctly to reflect the original intent in regard to the 
uethod of removing the undue prejudice and to correct errors in 
vgard to rates to points to which rates were not prescribed in 
the western class revision 

The Commission, on reconsideration, found that for the 
lure to destinations, to which rates were prescribed in the 
stern class revision, the rates assailed on potatoes, would be 
wreasonable to the extent they exceed or might exceed 27.5 
scent of the corresponding first class rates; and to destina- 
tons to Which rates were not prescribed in that proceeding the 
rates would be unreasonable for the future to the extent that 
iey might exceed 27.5 per cent of the corresponding first class 
ate, 

The Commission further found that the rates on onions, 
abbage and turnips, in straight or mixed carloads, to destina- 
lons to Which rates were prescribed in the western class rate 
‘vision would be unreasonable to the extent they exceed or 
lay exceed 30 per cent of the corresponding first class rates 
wescribed in that proceeding, and to destinations to which rates 
vere not prescribed in that case the rates would be unreason- 
ale to the extent they might exceed 30 per cent of the cor- 
‘sponding first class rates 


A still further finding was that the rates assailed on 
jlatoes to destinations to which rates were prescribed in the 
‘ass rate case mentioned would be unduly prejudicial to ship- 
yrs at points in the Kaw Valley district to the extent the per- 
‘tage relation thereof to corresponding first class rates pre- 
wibed in the class rate case exceeded or might exceed the 
ercentage relationship that rates contemporaneously main- 
aned from Cambridge to the same destinations were of the 
Mesponding first class rates prescribed in that case 


_ Another finding was that the rates on potatoes to destina- 
“ols to Which rates were not prescribed in the class rate case 
Fould be unduly prejudicial to shippers in the Kaw Valley to the 
— the percentage relation thereof to first class rates from 
- to the same points exceeded or might exceed the percentage 
“ationship that rates contemporaneously maintained from Cam- 
ridge to the same destinations were of corresponding first 
“88 rates The Commission said its findings herein should not 
—" as prohibiting a reasonable grouping of the points 
of 0 

Rates in accordance with the findings are ordered to be 


mtg nective not later than July 23 upon not less than 20 days’ 


ROSIN SIZING IN N. E. 
Py Commission, in No. 22103, Kalbfleisch Corporation vs. 
te the et al., has found not unreasonable, but unduly prejudicial 
oe aenete, the rates on rosin sizing, carloads, from Water- 
is onn., to destinations in New England. It has found that 
~ omplainant has not shown itself to have been damaged by 
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any undue prejudice. New rates were prescribed to be made 
effective not later than August 31. 

Rates from Waterbury were found unduly prejudicial to the 
complainant and unduly preferential of competitors at Holyoke 
and Stoneham, Mass., to the extent they might exceed the rates 
contemporaneously maintained on rosin sizing from Holyoke 
and Stoneham to the same destinations by amounts greater than 
the difference between the rates thereto from Waterbury, on 
the one hand, and from Holyoke and Stoneham, respectively, on 
the other hand, constructed upon the same percentage relation- 
ship to the corresponding first class rates. 

Commissioner McManamy, dissenting, said that the find- 
ings under section 1, in his opinion, were not only contrary to 
the clear preponderance of the evidence but also wholly at vari- 
ance with everything that the Commission had heretofore done 
in regulating rates on rosin sizing and rosin, its principal in- 
gredient. He pointed out wherein the present finding conflicted 
with findings as to other rates on rosin sizing and rosin. He 
said that the finding of undue prejudice made by the majority 
was made without support in fact or in law. Chairman Brainerd 
and Commissioner Farrell joined in that dissent. Commissioner 
Eastman joined in so far as it related to the findings under the 
first section. 


SOUTHWESTERN REVISION 


In a supplemental report, written by Commissioner Lewis 
in I. and S. No. 3130, southwestern rates and cases joined with 
it, opinion No. 16738, 173 I. C. C. 662-708, the Commission has 
ordered a further revision of rates in the southwest. Twelve 
parts of the title proceeding are disposed of; also embraced in 
this report are I. and S. No. 3228, cancellation of ratings on 
empty containers or carriers or containers, returned, between 
points in western trunk line territory; and I. and S. No. 3423, 
empty returned containers, cases, bottles, barrels, drums, etc., 
from Texas and Oklahoma to Colorado. 

This proceeding, Commissioner Lewis said, was an out- 
growth of Consolidated Southwestern Cases, 123 I. C. C. 203. 
By schedules filed to become effective July 14, 1928, the effec- 
tive date of the Commission’s order in the Consolidated South- 
western Cases, the railroads involved in I. and S. No. 3130 pro- 
posed to cancel carload commodity rates on many articles and 
apply in lieu thereof, in most instances, the classification bases 
on interstate traffic to and between points in the southwest and 
to and between points in Kansas-Missouri territory, and on 
spent catalyzer from points in the southwest to soap-making 
points in Ohio for reclaiming. In addition, the railroads pro- 
posed to cancel commodity rates and classification exceptions 
on used, empty, returned carriers or containers, in carloads, 
less-than-carloads, or any-quantity, from, to, and between points 
in the southwest. In I. and S. No. 3228, by schedules dated to 
become effective February 1, 1929, and later dates, the carriers 
also proposed cancellation of commodity rates and classification 
exceptions on the containers from, to, and between points in 
western trunk line territory. I. and S. No. 3423 also pertained 
to rates on containers and was submitted on the record made 
as to containers in the other cases. 

The schedules suspended in the title case were filed in pur- 
ported compliance with the Commission’s decision in the south- 
western cases. The other schedules were filed with a view to 
doing away with container rates established by the carriers out 
of line with what they proposed and the Commission approved 
in Consolidated Classification Case, 541. C.C.1. At that time, 
Commissioner Lewis said, the ratings were advanced, generally 
to the basis of fourth class. Soon thereafter, the report said, 
the publication was begun of a series of exceptions by virtue 
of which the old basis of about one-half of fourth class was 
generally restored. 

In this report the Commission made decisions on twenty 
commodities, supplementary to the decisions made in the prior 
report in 167 I. C. C. 119, summarizing them in an equal num- 
ber of head notes to the report. In the twenty-first head note 
the Commission announced the vacation of its suspension orders 
with respect to rates on hides, pelts, skins, inedible tallow, hide 
trimmings and tails; davenport spring assemblies; framed 
spring assemblies, not compressed or compressed to a thickness 
of more than one inch; cloth-pocket spring assemblies; school- 
desk material in the rough; and used, empty, returned carriers 
or containers. 

In that note it also announced that it had ordered canceled 
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suspended schedules, except those pertaining to sheet-metal con- 
tainers, with respect to the remaining articles, without prejudice 
to the filing of new schedules in accordance with the conclu- 
sions stated in the report, and the discontinuance of the pro- 
ceeding in so far as it related to the commodities embraced 
in the report. 

The part of the order requiring the cancellation of the sus- 
pended schedules not later than September 3 contains a proviso 
as follows: 


That none of the foregoing provisions of this paragraph shall 
apply to rates or provisions applicable to export, import, and/or 
coastwise traffic, or to rates or provisions applicable to traffic between 
points in Kansas and Missouri, on the one hand, and points east of 
the Indiana-lIllinois state line (except points in Indiana shown as 
taking group location 312 in Agent J. IX. Johanson’s tariff I. C. C. 
No. 2012) and on and north of the Ohio and Potomac Rivers, includ- 
ing points named in Agent J. E. Johanson’s tariff I. C. C. No. 2012, 
in Kentucky and in Virginia and in West Virginia where ‘all-rail’’ 
group location is provided in said I. C. C. No. 2012, on the other hand, 
or to rates or provisions applicable between Chicago, Ill., Chicago 
junctions, Milwaukee, Wis., and Mississippi River crossings, on the 
one hand, and points in Kansas and Missouri, on the other hand, 
on traffic to or from points east of the Indiana-Illinois state line as 
above described. 


The head notes making a summary of the findings follow: 


Proposed fifth-class rates on iron or steel chains, in carloads, 
found not justified. Column 35 rates, minimum 36,000 pounds, found 
reasonable for application thereto, in straight carloads or in mixed 
carloads with articles in the iron and steel list. 

Proposed class E rates on reinforced concrete slabs, building or 
roofing, without glass insertions, in carloads, found justified. 

Proposed fifth class rates cn barrel or drum material, iron or 
steel, in carloads, found not justified. Column 35 rates, minimum 
40,000 pounds, found reasonable for application thereto. 

Proposed classification bases of rates on hides, pelts, skins, in- 
edible tallow, hide trimmings, and tails, in carloads, found not justi- 
fied. 

Proposed fourth class rates on davenport spring assemblies, in 
carloads, found justified. 

Proposed class A rates on strap spring assemblies, in carloads, 
found not justified. Column 35 rates, minimum 30,000 pounds, sub- 
ject to rule 34, found reasonable for application thereto. 

Proposed fourth class rates on framed spring assemblies, not 
compressed, or compressed to a thickness of more than 1 inch, in 
carloads, found justified. 

Proposed fourth-class rates on framed spring assemblies, com- 
pressed to a thickness of not more than 1 inch, in carloads, found 
not justified. Column 35 rates, minimum 36,000 pounds, subject to 
rule 34, found reasonable for application thereto. 

Proposed class A rates on cloth pocket spring assemblies, com- 
pressed to 1 inch or less in thickness, in carloads, found justified. 

Proposed fourth class rates on cloth pocket spring assemblies, 
compressed to not less than one-half their normal thickness but ex- 
ceeding 1 inch in thickness, in carloads, found justified. 

Reasonable rates and rules prescribed for carload mixtures of 
various spring assemblies. 

Proposed class A rates on wooden handles, finished or in the white, 
in carloads, and proposed class B rates on wooden handles, in the 
rough, in carloads, found not justified. Column 32% rates, minimum 
36,000 pounds, found reasonable for application to wooden handles, 
finished or in the white, excluding broom handles and mop handles. 
No specific rate bases found reasonable for wooden handles in the 
rough, broom handles, and mop handles, but respondents expected to 
establish rates thereon properly related to the rates found reasonable 
on other wooden handles. 

Proposed fifth class rates on spent catalyzer, in carloads, found 
not justified. Column 20 rates, minimum 36,000 pounds, found rea- 
sonable for application thereto. 

Proposed fifth class rates on asbestos cement, in carloads, found 
not justified. Column 25 rates, minimum 40,000 pounds, found rea- 
sonable for application thereto. 

Proposed column 32% rates on turpentine and related commodities, 
in carloads, found not justified. Column 30 rates found reasonable 
for application thereto. 

Proposed column 22% rates on rosin and related commodities, in 
earloads, found not justified. Column 20 rates found reasonable for 
application thereto. 

Proposed column 70 rates on window-shade cloth, in carloads, 
found not justified. Column 50 rates, minimum 40,000 pounds, found 
reasonable for application thereto. 

Proposed class A rates on furniture stock in the white, in carloads, 
found not justified. Column 40 rates, minimum 30,000 pounds, subject 
to rule 34, found reasonable for application thereto. 

Proposed class B rates on school desk material in the rough, in 
carloads, permitted to become effective, without prejudice. 

Proposed classification bases of rates on used, empty, returned 
earriers or containers, in carloads, less than carloads, or any quantity, 
found justified, except as indicated. Findings as to sheet metal con- 
tainers reserved. 


With respect to spring assemblies the report made rates 
for seven sorts of them ranging from column 35 to column 85. 
Then it prescribed the method for making rates on two sorts 
of mixed carloads. The first, to apply on specified sort of 
assemblies in the mixture, provides that the reasonable basis 
of charges would be that resulting from the observance of the 
highest minimum weight provided for any article in the mix- 
ture and the application of the rate for straight carloads of 
that article, subject to the highest minimum weight. Column 
45, minimum 30,000 pounds, was provided for other mixtures. 

The complete finding is to returned empty carriers, as to 
which the head note seems not clear, follows: 


We find that the suspended schedules, in so far as they relate to 
used, empty, returned carriers or containers, other than sheet metal 
containers and other than collapsed wooden crates and wooden reels 
for shipping wire or cable, have been justified. An order will be entered 
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vacating the order of suspension and discontinuing this 
in so far as it relates to those commodities, excluding th 
containers and including the crates and reels. 


The reservation in the summary about school-desk material | 


was made without prejudice to consideration in the future, ther 
having been no protest about school-desk material in the rough 


specifically, although there were protests against tariffs con. | 


taining them. 
Chairman Brainerd concurred in part. 


314, 


of the service. 


ST. PAUL SWITCHING 


The Commission, by division 5, in No. 21107, City of gt q 
Paul et al. vs. Inland Waterways Corporation et al. and a sub. & 
number, Inland Waterways Corporation, operating Mississippi. ; 


Warrior Service vs. C. M. St. P. & P. et al., has issued an order 
supplementary to its report of October 23, 1930, requiring the 


defendants in the title case to establish, not later than Sep- § 


tember 2, a switching rate of $6.30 a car on traffic between Hof. 


man Yard and industries at Minnesota Transfer, Minn, pro. | 
vided, however, that the government barge line shall pay per © 


diem and per diem reclaim charges for the cars used, 


The defendants in the sub-number are required, also pot | 
later than September 2 to establish for the service of switching 7 
shipments between the barge line terminal at St. Paul, Minn, | 
and industries at Minnesota Transfer over the freight car-inter. | 
change track between the rails of the barge terminal and the | 
line of the C. M. St. P. & P., a charge not in excess of $6.30 a © 


car subject to the per diem and reclaim charge provisions men. 
tioned in the preceding paragraph. 


When the Commission issued its report in this case it said j 
it expected the carriers promptly to establish the charges found © 
however, have © 


reasonable and non-prejudicial. The parties, 
failed to establish the charges, hence the order at this time. 


PULPBOARD EGG CASE MATERIALS 


The Commission, by division 5, in No. 22102, Cherry-Burrell 7 
Corporation et al. vs. A. T. & S. F. et al. and the cases joined 7 
with it, requires the carriers to make a revision of their rates. | 


on pulpboard egg-case fillers and flats, in straight or mixed 
carloads, or in mixed carloads with knocked down wooden egg 
cases, excelsior pads, and nails, from Coffeyville, Kan., Tama, 
Ia., and Quincy, Ill., to destinations in Kansas, Missouri, Ne 
braska, Oklahoma and Texas. The report finds the rates unduly 
prejudicial and preferential, and also, for the future, unresonable 
to the extent they may exceed 30 per cent of the first class 
rates, minimum 30,000 pounds. The new rates are to be effective 
not later than September 1. 

This report also embraces a sub-number, Cherry-Burrell 
Corporation vs. A. & S. et al., three sub-numbers, Creamery 


Package Manufacturing Co. vs. A. T. & S. F. et al., one sub- 


number, Same vs. A. & S. et al., a sub-number, Quincy North 
Star Co. vs. A. T. & S. F. et al. and another, Same vs. A. & §. 

The O. A. Smith Agency, Inc., for and on behalf of Hutchin- 
son Egg Case Filler Co., filed No. 21916 and three sub-numbers 
thereunder, assailing rates from Hutchinson, Kan., to destina 
tions in Missouri, Nebraska, Texas and Oklahoma, respectively. 
These complaints, the report says, were dismissed at the request 
of the complainant in an order dated October 7, 1929. 

The Hinde & Dauch Paper Co., Hutchinson Egg Case Filler 
Co. and Swift & Co., intervened in a majority of the complaints, 
the report said, and the Creamery Package Manufacturing Co. 
filed a number of cross petitions of intervention which were 
allowed. ; 

The complaints pertained to the things put into egg cases 
for the safe carriage of the eggs, consisting of honey-comb fillers, 
flat pieces of pulpboard as partitions between the fillers and 
cushioning material. The pieces of pulpboard are called flats 
and they are either really flat pieces of board or are cupped, the 
flat pieces being called true flats. Nails also are included i2 
shipments of fillers and cases. 

Existing rates, the report said, were made with scant Te 
gard to distance, by railroads in considering only their own 2 
terests Without much consideration for the right of all shin 
to fairly related rates. The report said that the products - 
the complainants were virtually of the same kind and quality, § 
that differences in freight rates were a telling factor 10 yr 
sales. Defendants, it said, practically conceded that the = 
ing adjustment, in many particulars, was in violation of “< 
third section. The findings, other than the one denying wrt 
tion, on the ground that the other findings would require 9° 
increases and reductions, follow: 
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1e Sheet meta; ; 


: Many of the rates 
found reasonable, he said, were high. He pointed out instances | 
where the approved rates were much higher than correspondine | 
rates in the recent Eastern Class Rate Investigation, 164 | Cc ol 
He said that he was of the opinion that these difference, | 
in rates could not be justified either by the cost or the value 
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that the rates assailed on fillers and cup flats, in straight or 
sed, or in mixed carloads with true flats, cement-coated nails 
me exceeding 4 per cent of the weight on which freight charges 
= assessed), excelsior, excelsior pads, and/or knocked-down wooden 
ue cases, between points where class rates are now effective pur- 
ent to our findings in the southwestern revision, are, and for the 
ee will be, unreasonable to the extent that they exceed or may 
“eed the column 380, or class C rates, minimum not exceeding 30,000 
ands subject to rule 34 of the western classification. 
Mmnat the rates assailed on the commodities described in finding 
ighove, between points where class rates were prescribed or approved 
«Western Trunk Line Class Rates, 164 I. C. C. 1, are, and for the 
tyre Will be, unreasonable to_the extent that they exceed or may 
gneed the —-"r 7 or one C, rates, subject to a minimum weight 
a ribed in finding 1. 
That the rates assailed on the commodities as described in find- 
og 1 from Coffeyville, Quincy, and Tama to destinations to which 
‘ysg rates Were prescribed in the southwestern revision and those 
» destinations to which class rates were approved in the western 
wision were, are, and for the future will be, unduly prejudicial to 
onplainants and unduly preferential of their competitors to the 
gent that the rates from the points of origin named are less favor- 
aly related to those from the alleged preferred points except New 
‘orig, La., and Memphis, Tenn., than would result from the uniform 
slication on these commodities from the points concerned of the 
weentages of the said first class rates, minimum not exceeding 
40 pounds, subject to rule 34 of the western classification, pre- 


erited in findings 1 and 2. : . 

“From the points of origin to certain destinations in southern 
yssouri involved in the complaints we have not prescribed through 
igss rates in any proceeding. In the absence of the standard which 
madjudicated scale of class rates would afford, the evidence here is 
mdequate for us to determine what would be a lawful basis of 
ntes for egg-case material, and we accordingly find on this record 
fat the rates assailed to such destinations in southern Missouri 
ve not been shown to be unreasonable or otherwise unlawful. 

In certain of the complaints the rates on egg-case material from 
\w Iberia and Memphis to Oklahoma and Texas are alleged to be 
niuly preferential in relation to the rates from Tama, Quincy 
ni Coffeyville. There is little evidence of record concerning this 
suation and no definite finding will be made with respect to it; 
wt the prescription of rates herein under section 1 to Oklahoma 
mi Texas destinations, in conjunction with the general findings 
wi orders under section 3 in the southwestern revision, will prob- 
ily necessitate a realignment of the New Iberia and Memphis rates 
thich will correct any undue prejudice and preference which may 
tpresent inhere in them. 

Commissioner Farrell, dissenting in part, said that, in his 
pinion, the reasons for denying reparation were not sufficient as 
imatter of law. He agreed, he said, that the complainants were 
ut entitled to reparation on account of the unreasonableness of 
ie charges collected unless they were unreasonable at the time 
ey were applied to the transportation involved. But he said 
did not agree that simply showing that both increases and 
wiuctions would result from action taken by the Commission 
rating to the future was equivalent to proving that such un- 


rasonableness did not exist. 


FINE COAL RATES CUT OUT 


The Commission, by division 2, in a report written by Com- 
ussioner Porter, in I. and S. No. 3535, coal from Illinois, Indi- 
ta and Kentucky to Minnesota, North Dakota and South Da- 
iota, has found justified proposed increased rates on bituminous 
me coal applicable from and to the points mentioned in the 
‘scription of the case. The suspension order has been vacated 
ad the proceeding discontinued. 

This finding permits the Great Northern to establish its 
wlicy of making no distinction in rates between fine and lump 
‘al at Aberdeen, Huron, Watertown and about thirty other 
its on its lines in the Dakotas and Minnesota. Other lines, 
u¥ever, Will continue rates on fine or steam coal as it is also 
aled to Aberdeen, Huron and Watertown lower than those 
lump coal. 

Commissioner Porter said that the suspended schedules 

vere the indirect result of the findings in Illinois Coal Traffic 
‘area vs. A. & E., 164 I. C. C. 548, dealing with the relation- 
up of rates on fine coal to Fargo, N. D., and Aberdeen and 
Watertown. Aberdeen and Watertown were found to have been 
duly preferred. 
__It was the policy of the Great Northern, Northern Pacific 
td the Soo Line throughout the territory affected, said Mr. 
‘rer, not to maintain a differential in favor of fine coal ex- 
“pt where compelled to by regulatory authority or by com- 
vetition beyond their control. The proposed or resultant rates, 
* said, were in general accord with that policy. That policy, 
Jumissioner Porter said, was in harmony with the Commis- 
wag frequently expressed finding that there was no sound 
“4802 upon transportation grounds for a difference in the 
“€8 On the various sizes of soft coal. The Commission said 
— find no prejudice that would result from the proposed 
er There was no contention, said the report, that the 
re ules would violate any part of the interstate commerce 
‘other than the third section. 


COMMISSION REPORTS 


Nitrous Oxide Gas 


. ~ 24030, Ohio Chemical & Manufacturing Co. vs. N. Y. C. 
“a. By division 5. Dismissed. Rule 25 any-quantity rating, 
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Official classification and resulting rates applied, nitrous oxide 
gas, carloads, Cleveland, O., to Chicago, Ill., Cambridge, Mass., 
and Minneapolis, Minn., not shown to have been unreasonable. 


Trap Rock 


No. 23650, R. E. Weber vs. B. & A. et al. By division 3. 
Dismissed. Rates, trap rock, Westfield, Mass., to Millerton and 
Wingdale, N. Y., and on common sand, North Wilbraham, Mass., 
to the same destinations, not unreasonable. 


Scrap Iron 


No. 23541, Sonken-Galamba Corporation vs. C. R. LL & P. 
et al. By division 4. Rate, carload of scrap iron, Wilburton, 
Okla., to Kansas City, Kan., inapplicabale. Applicable rate, 37.5 
cents, unreasonable to the extent it exceeded 25 cents, plus a 
charge of $6.30 a car, for stopping to complete loading. Rep- 
aration of $110.95 awarded. Commissioner Mahaffie dissented 
in part, being unable to concur in the finding that the rates 
were unreasonable or that the record contained proof that the 
shipper was damaged beyond the overcharges collected. 


Waste Paper and Rosin Sizing 


No. 21384, Missisquoi Pulp & Paper Co. vs. B. & M. et al. 
By the Commission. Upon further consideration, findings in 
original report, 160 I. C. C. 96, that rates on waste paper and 
rosin sizing, carloads, points in Massachusetts to Sheldon 
Springs, Vt., were not unreasonable, and that rates on alum, 
carloads, points in Massachusetts to Sheldon Springs, were not 
unreasonable, affirmed. Rates on alum found unreasonable for 
the future to the extent they may exceed 25 per cent of the cor- 
responding first class rates prescribed in Eastern Class Rate 
Investigation, 164 I. C. C. 314, and 171 I. C. C. 481. Commis- 
sioner Meyer concurred in part. Commissioner McManamy dis- 
sented, saying he thought the rates on rosin sizing should be 
found unreasonable to the extent they exceeded or might exceed 
22.5 per cent of first class. New rates to be established not 
later than August 31. 


Curled Hair Pads 


No. 22589, Chicago Curled Hair Co. et al. vs. B. & O. et al. 
By division 2. Less-than-carload ratings, pads or padding made 
of curled hair stitched through paper or burlap, Chicago, IIl., 
and Michigan City, Ind., to destinations in official, southern and 
western territories, not unduly prejudicial, and not unreasonable 
to destinations in western territory, but unreasonable to des- 
tinations in official and southern territories, to the extent they 
exceed or may exceed one and one-half times first class. New 
ratings to be established not later than August 31. 


Bituminous Coal 


No. 21948, Utah Coal Producers’ Association vs. D. & R. G. 
W. et al. By division 3. Supplemental report written by Com- 
missioner Porter. Rates, bituminous coal, mines in the Castle 
Gate district, Utah, to destinations in Colorado, Kansas, Mis- 
souri and Nebraska, not unreasonable, but unduly prejudicial 
to operators in the Castle Gate district and unduly preferential 
of operators shipping from Thompson, Utah, and from the 
Bowie-Somerset district in Colorado, to the extent that the 
respective differentials from the Castle Gate district over Thomp- 
son and the Bowie-Somerset district, exceed the respective 
differentials contemporaneously maintained from Thompson and 
the Bowie-Somerset district over the Cameo-Palisade district in 
Colorado to the same destinations. Original report, 167 I. C. C. 
483. New rates to be established not later than August 20. 


Sawdust Routing 


No. 19828, Texas Cement Plaster Co. vs. K. C. M. & O. et al. 
By division 4. Upon further hearing order entered in the origi- 
nal report, 151 I. C. C. 474, requiring the establishment of a 
rate of 41 cents on sawdust, from St. Louis, Mo., to Plasterco, 
Tex., vacated so as to permit the Santa Fe and the Panhandle 
& Santa Fe to restrict the routing to the Wabash to Kansas City 
and the Santa Fe and Panhandle beyond, thereby giving the 
Santa Fe lines their long haul. 


Cement 


No. 22577, Dewey Portland Cement Co. et al. vs. A. & L. M. 
et al., and the cases joined with it, consisting of two sub-num- 
bers under the title complaint, Lehigh Portland Cement Co. vs. 
Same, and Same vs. A. G. S. et al.; No. 22508, Arkansas General 
Construction Co. vs. A. D. & N. et al.; No. 22675, Darragh Co. 
et al. vs. A. T. & S. F. et al.; No. 22676, G. A. Leiper & Co. et al. 
vs. C. R. I. & P. et al.; No. 22541, M. D. L. Cook vs. M. P. et al.; 
No. 22418, Parlor City Lumber Co., Inc., vs. M. P. et al., and 
No. 23647, Consolidated Cement Corporation vs. A. T. & S. F. 
By division 4. Dismissed. Rates, cement, prior to March 10, 
1929, points in the Kansas gas belt, Bonner Springs and Sun- 
flower, Kan., Ada, Okla., Alpha, Marquette, Prospect Hill, St. 
Louis, Sugar Creek and Hannibal, Mo., Eagle Ford and Harrys, 
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Tex., Phoenixville, Birmingham and Ragland, Ala., and Richard 
City, Cowan and Nashville, Tenn., to points in Arkansas and 
Louisiana, not unreasonable. Commissioner Eastman noted a 
dissent on some aspects of the case. 


Coal 


No. 23578, C. M. Ducker & Sons vs. Missouri Pacific et al., 
and No. 22768, Smart and Sanders et al. vs. C. & E. I. et al. 
By division 3. Rates, bituminous coal, southern Illinois and 
western Kentucky groups to points in southeastern Missouri and 
northeast Arkansas, unreasonable as to shipments through 
Thebes, Ill., to the extent they exceeded: From southern IIli- 
nois to Bloomfield, Mo., $1.75; Vanduser, Mo., $1.57; Swinton, 
Mo., $1.63; Wyatt, Mo., $1.99; Campbell, Mo., $1.93; Blodgett, 
Mo., $1.57, and Piggott, Ark., $2.11; and from western Kentucky 
to Vanduser and Blodgett, Mo., $1.82; Kennett, Mo., $2.30; 
Matthews, Mo., $1.88; Wyatt and Poplar Bluff, Mo., $2.24; Camp- 
bell, Mo., $2.18, and Piggott, Ark., $2.36. Reparation awarded. 
Rates to other destinations not shown to have been unreason- 
able. 

Zinc Alloy Ingots 


No. 23893, Federated Metals Corporation vs. Chicago Junc- 
tion et al. By division 3. Rates, zinc alloy ingots, carloads, 
Chicago, Ill., to Indianapolis, Ind., Flint, Mich., Syracuse, N. Y., 
Lynn, Mass., and Erie, Pa., unreasonable to the extent they 
exceeded 20 cents to Indianapolis, 29 cents to Syracuse, 20.5 
cents to Flint and Erie and 34 cents to Lynn. Reparation 
awarded. Commissioner Lee concurred in a separate expres- 
sion. 

Refuse Palm Oil 

No. 23716, Armour & Co. of Delaware et al. vs. B. & O. et al. 
By division 3. Rate, refuse (spent) palm oil, tank cars, New 
Castle, Pa., to Chicago, Ill., applicable but unreasonable to the 
extent it exceeded 21.5 cents. Reparation awarded. Chairman 
Brainerd dissented. 

Chip Board 

No. 14865, Hinde & Dauch Paper Co. vs. C. C. C. & St. L. 
et al. By division 5. Rates, chip board, Watertown, N. Y., to 
destinations in central, eastern trunk line and New England 
territories not unreasonable in the past but unreasonable for 
the future to the extent they may exceed 25 per cent of the first 
class rates from and to the same points prescribed in Eastern 
Class Rate Investigation, 164 I. C. C. 314. Report said that that 
basis resulting in reductions would remove the alleged undue 
prejudice. Reparation was denied on the ground that the com- 
plainant had not been shown to have been damaged by any un- 
due prejudice which might have existed. New rates are to be 
made effective with the establishment of the first class rates 
mentioned on not less than five days’ notice. Complainant con- 
tended that the transportation characteristics of chip board en- 
titled it to lower rates than other commodities with which it 
was grouped with the exception of strawboard. Report said 
that a material change in the establishment basis of 90 per 
cent of sixth class was not warranted and that the basis pre- 
scribed would be approximately 90 per cent of sixth class and 
that the reductions would be caused by the class rate revision 
which was not intended for application in the past. This report 
also embraces No. 21430, Same vs. A. C. & Y. et al. 


Natural Gasoline 


No. 16565, Lone Star Gas Co. vs. A. B. & A. et al. and a sub- 
number, Same vs. Same. By division 4. Rates, absorption or 
natural gasoline, Petrolia, Tex., to Brunswick, Ga., unreasonable 
to the extent they exceeded or may exceed 63 cents. Reparation 
awarded. A rate of 67 cents was prescribed for the future in 
Petroleum and Its Products, 171 I. C. C. 286. Commissioner 
Mahaffie dissented, saying he found nothing in the record to 
warrant an award of reparation to a basis lower than that 
prescribed for the future. Commissioner Eastman concurred be- 
cause of the controlling decision in Tidal Refining Co. vs, A. T. 
& S. F., 160 I. C. C. 161, in which he was a dissenter. 

Cane Sirup 

No. 23372, W. B. Roddenbery vs. T. & N. O. et al. By 
division 3. Rate, carload cane sirup, Southdown, La., to Texas 
City, Tex., unreasonable to the extent it exceeded 46 cents. 
Reparation of $50.25 awarded. 

Lime 

No. 23180, Washington Building Lime Co. vs. Arcade & 
Attica et al. By division 5. Dismissed. Rates, lime, Engle, W. 
Va., to destinations in trunk line territory and in eastern Ohio, 
not unreasonable or otherwise unlawful. 

Cast Iron Gas Meters 

No. 23367, North Alabama Utilities Co. vs. N. Y. N. H. & 
H. et al. By division 3. Third class rating and resultant rate, 
$1.69, cast iron gas meters, other than wet drum station meters, 
carloads, Bridgeport, Conn., to Sheffield, Ala., unreasonable in 
the past to the extent they exceeded the present fourth class 
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rating and resultant rate of $1.33. Present fourth ce] 
and rate, and assailed first class less-than-carload 


rate were and are not umreasonable. Reparation of 


awarded. #108 4 
COMMISSION ORDERS 
Finance No. 7700, Mayo & Cook’s Hammock Securities. Order en. | 


tered July 31, 1929, vacated and set aside, and applicati 
Mayo & Cook’s Hammock filed herein on July 5, 1929, cog] Said § 
to issue securities is dismissed. ority 


Finance No. 7839, B. & O. proposed assumption of obligation and§ 


liability. Application dismissed without prejudice, 

No. 20806, Frank R. Gooding et al. vs. O. S. L. et al. 
fied to become effective July 29 upon not less than 
of June 30, 1931. 

No. 24374, California Pine Box Distributors vs. S. P. et a] 
apolis Traffic Association permitted to intervene. f ; 

No. 23030, West Virginia Brick Co. vs. Asheville Southern et all 
poo g modified to become effective on July 29 upon not less than ai 

ays’ notice. " 


et al. Emsco Refractories Co. permitted to intervene, 

No. 20719, Omaha Chamber of Commerce Traffic Bureau ys. ¢ ¢ 
N. W. et al., and No. 20782, Rock Island Chamber of Commerce tat | 
fic Bureau et al. vs. A. T. & S. F. et al. Effective date of order post. 


poned until December 3, 1931, in so far as it requires establishmen | 
of classification ratings and rates on corrugated fiber boxes, in car. — 


loads. 


No. 24369, Southern Wyoming Coal Operators’ Association ys, 1 7 


P. et al. Nebraska State Railway Commission permitted to interyeno | 
No. 22450, Mississippi Vegetable Shippers’ Bureau et al. ys, 4 | 
& R. R. et al. and related cases. .° 
as it ane postponement of effective date of order entered April 22 
denied. a 
No. 24120, Walter Young vs. C. of N. J. et al. 


Tunnel Coal Co. permitted to intervene. ; 

No. 24257, Colorado & New Mex.co Coal Operators’ Association ys 7 
A. V. I. et al., No. 24326, Nebraska State Railway Commission ys, ¢. 
B. & Q. et al., and No. 24369, Southern Wyoming Coal Operators’ As. | 


sociation vs. U. P. et al. Nebraska Traffic League permitted to inter- 9 


vene. 
No. 24364, West Coast Lumbermen’s Association vs. B. F. & I. F.) 

et al. Northwestern Lumbermen’s Association permitted to intervene. ™ 
No. 23093, Sub. 14, Alliance Motor Co. et al. vs. A. T. & S. F. etal. 


and No. 23093, Sub. No. 15, Same vs. Same et al. Shell Petroley 
Corporation permitted to intervene. 
No. 24366, Donner-Hanna Coke Corporation vs. A. & K. et al, 
Portsmouth By-Product Coke Co. permitted to intervene. g 
No. 24120, Walter Young vs. C. R. R. of N. J. et al. Quincy J 


Chamber of Commerce, Burns Brothers, and Isaac L. Cohen per- § 
mitted to intervene. 5 

No. 22854, Grovier Starr Produce Co. vs. A. V. I. et al. Order] 
further modified to become effective July 11, upon not less than 117 


days’ instead of 30 days’ notice. 4 
F. et al 


No. 22614, Hayes Pump & Planter Co., Inc., vs. A. T. & S. 
Order further modified to become effective December 3, upon not less | 
than 30 days’ notice instead of June 15. 

No. 21993, Midwest Coal Traffic Bureau vs. A. V. I. et al, ani} 


cases grouped therewith. Order of April 1 modified so as not to 
require establishment of rates therein prescribed over routes more 
than 15 per cent longer than existing direct tariff routes; and further 
modified to provide that the rates therein prescribed be made effec- 
tive upon not less than 15 days’ notice. 

No. 21406, Virginia State Horticultural Society et al. vs. A. & BR | 
et al. Order further modified to become effective on July 1, upon not 
less than 15 days’ notice instead of 30. 

No. 24413, Eel River Coal Co. et al. vs. A. & E. et al. 
Association of Indiana permitted to intervene. 

So. 24269, Butler Consolidated Coal Co. vs. B. & O. 
Pennsylvania Coal Traffic Bureau permitted to intervene. 

No. 24364, Sub. 1, Central Coal & Coke Co. vs. C. M. St. P. & P 
et al. Northwestern Lumbermen’s Association permitted to intervene. 

No. 24100, Hills Brothers Co. of Florida, Inc. vs. I. C. et al. Texas 
& New Orleans permitted to intervene. 

Finance No. 8715, Application of Hutchinson & Northern for cer- 
tificate to construct and operate additional tracks in and near Hutch- 


Coal Trade 


Western 


inson, Reno County, Kan. Arkansas Valley Interurban permitted to 
intervene. i 
Ex Parte 96. Through routes and joint rates between Inland 


Waterways Corporation and other common carriers. Effective date 
of order of February 14, 1931, postponed until October 1, 1931. 
Finance No. 8843, Joint application of D. S. S. & A. and Mar- 
quette, Houghton & Ontonagon for a certificate of public convenience 
and necessity. Application dismissed upon applicants’ request. 
No. 21032, Interstate Commerce Commission vs. B. & a os 
of December 22, 1930, amended to extend said period to and inclu- 
ing July 13. : es 
No. 24279, Tamms Silica Co. vs. C. & E. I. et al. Georgia Peruvian 
Ochre Co., Inc., New Riverside Ochre Co., Inc., and Ray Dellinge! 
permitted to intervene. =o 
No. 23621, Sub. 1, Consolidated Rendering Co. vs. A. V. et # 
American Agricultural Chemical Co. and International Agricuituré 
Corporation permitted to intervene. 


AUTOMOBILES IN SOUTHWEST 


The Commission, by means of an order in No. 13539, raed 
solidated Southwestern Cases, at the request of southweste! 
railroads, has vacated and set aside so much of the order = 
tered on April 5, 1927, as since amended, as requires the ne 
tenance of prescribed relationships in and between the app 
able rates from and to the various points and areas designt™ 
in the report in so far as the requirement embraces — 
set-up freight and passenger automobiles and set-up om 
with or without seat cabs, in straight or mixed carloads. the 
part of the order mentioned was set aside so as to enab phe 
southwestern lines to change the rates in their effort to none 
the competition of truck transportation from automobile © vs 
ufacturing and assembling plants, similar to the move mae 
carriers in central and other territories. 
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OIL FOOTS AND GREASES 


In a proposed report in No. 22752, Armour & Co. et al. Vs. 
.7.& S. F. et al. and the cases joined with it, Examiners 
ton Fuller and J. G. Cooper have recommended that the Com- 
jon find unreasonable, in the past, the rates on vegetable 
“i foots, sediments and tank bottoms, and inedible grease and 
wlloW, carloads, from Denver, Colo., to Chicago, Ill., Milwaukee, 
js, Oklahoma City, Okla., and St. Louis and Kansas City, Mo.; 
om Chicago to Port Arthur, Tex.; from South Omaha, Neb., to 
rags City, Tex., and from Lincoln, Neb., to Jeffersonville, Ind., 
»j Cincinnati, O.; and on inedible grease, carloads, from Tulsa 
yj Oklahoma City, Okla., and Dallas, Tex., to Neville Island, 
», to the extent that they exceeded rates for similar hauls 
ier the vegetable oil scale prescribed in Oklahoma Corpora- 
an Commission vs. A. & S., 98 I. C. C. 183, as to the rates from 
xpver to Chicago, Milwaukee, Oklahoma City, and St. Louis 
uj Kansas City, Mo.; from Chicago, Ill., to Port Arthur, Tex., 
ad from South Omaha, Neb., to Texas City. 

They further recommended that the Commission find un- 
xasonable the rates from Lincoln, Neb., to Jeffersonville, Ind., 
and Cincinnati, including St. Bernard and Ivorydale, to the ex- 
wot that they exceeded the corresponding rates from Sioux 
fuls, S. D. They said that the rates on inedible grease, to 
\eville Island, Pa., from Tulsa, Oklahoma City, and Dallas, Tex., 
jould be found unreasonable to the extent they exceeded the 
oresponding rates on inedible tallow, and that the other rates 
sailed were not unreasonable. 

This report also embraces four sub-numbers under the title 
onplaint, Swift & Co. vs. A. T. & S. F. et al., Cudahy Packing 
, vs. Same, Union Rendering Co. vs. Same, and Marcus-Ruth- 
jrome Co. vs. Same; No. 22867, John Morrell & Co. et al. vs. 
17.&S. F. et al.; No. 23192, Oscar Mayer & Co. vs. B. & O. 
tal; No. 23315, Procter & Gamble Co. et al. vs. A. & E. et al.; 
No, 23468, Wilson & Co., Inc., et al. vs. A. T. & S. F. et al. anda 
abnumber, American Agricultural Chemical Co. et al. vs. Same; 
\o, 23734, Southwest Rendering Co. et al. vs. Arkansas Valley 
interurban et al.; and a sub-number, Topeka Rendering Works 
34.7. & S. F. et al.; No. 23812, Lincoln Chamber of Commerce 
tal. vs. B. & O. and a sub-number, Same vs. Same, and No. 
4250, Hygrade Food Products Corporation vs. A. T. & S. F. 
al, 

Reparation was proposed to the complainants and inter- 
mers seeking reparation in the title case and the sub-numbers 
thereunder, No. 23315, No. 23812, and the sub-number there- 
uder. The examiners recommended the dismissal of the com- 
jlaints in Nos. 22867, 23192, 23463, 23463, Sub-No. 1, No. 23734, 
ada sub-number thereunder and No. 24250. 


HOCH-SMITH COTTONSEED 


_ Six territorial rate scales are proposed by Special Examiner 
‘tin T. Money and Examiner George Esch in No. 17000, part 8, 
‘ottonseed, its products and related articles, a Hoch-Smith pro- 
ding. The chief ones are the southwestern scale A, south- 
“stemn scale B, northeastern scale C and western trunk line 
vale D, They apply on vegetable, fish and sea-animal oils. The 
ithers, applicable on vegetable oils, cover groups in mountain- 
facific territory. 

Scale A begins with a rate of 9 cents and ends with a rate 
104 cents for 2,600 miles. The rate at 500 miles is 44 cents, 
“1,000 miles it is 63 cents, at 1,500 miles at is 80 cents and at 
“00 miles it is 92 cents. 

_ Scale B begins with a rate of 9 cents and ends at 2,600 miles 
"tha rate of 93 cents. The rate at 500 miles is 39 cents, at 1,000 
Liles it as 57 cents, at 1,500 miles it is 71 cents and at 2,000 
uiles it is 81 cents. 
. Scale C begins with a rate of 7 cents and ends at 1,500 
ues With a rate of 60 cents. The rate at 500 miles is 33 cents 
“Md at 1,000 miles it is 47.5 cents. 
. Scale D begins with a rate of 8 cents and ends at 2,000 miles 
"tha rate of 82 cents. The rate at 500 miles is 39.5 cents, at 
‘Y miles it is 57 cents and at 1,500 miles it is 72 cents. 
The Mountain-Pacific scale begins with a rate of 10 cents 
und eads with 110 cents at 2,600 miles. The rate at 500 miles is 
> Cents, at 1,000 miles it is 72 cents, at 1,500 miles it is 87 
“u's and at 2,000 miles it is 98 cents. 
q ag sixth scale, to apply between points in the southwest, 
“a one hand, northern and southern California, Washington 
reall Tegon, and Ogden and Salt Lake City, on the other, is not 
wing 4 scale at all, but a list of what might be termed key 
tien Tates, the nature of which is indicated in a memorandum 
and he by the Commission when the report was made public 
the aetaced herewith. The report is divided into fourteen 
bers, dealing with territorial divisions, cottonseed, cotton- 
then and cake, cottonseed hulls, flaxseed cake and meal, 
ieeet semble cakes and meal, cottonseed linters and fiber, 
able, fish and sea-animal oils, vegetable-oil foots, sedi- 
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ments and tank bottoms, inedible greases, tallow and soap 
stock, transit in general, transit on cottonseed, miscellaneous 
provisions and findings and reparation cases. The memorandum 
follows: 


This nationwide investigation involves the rates, transit practices, 
and competitive relationships on cottonseed and its products including 
hulls, linters, and fiber and on vegetable cakes, meals, and oils, fish 
and sea animal oils, and inedible greases and tallows. Seventy-three 
preceedings were consolidated with the general investigation. The 
hearings, which were held jointly with representatives of certain 
state commissions under the co-operative plan, extended over a period 
of two years. The record comprises about 18,500 pages of testimony, 
2,400 exhibits of from one to several hundred pages each, and 3,300 
pages of briefs. The report gives in detail the origin, uses, value, and 
importance of the various commodities and also shows the carload- 
ing, volume of traffic and the territories of origin and consumption. 

In the southwest at present the interstate rates on cottonseed are 
on a higher basis than on cake and meal but under the proposed 
countrywide adjustment seed and cake and meal are given the same 
rates. The scales proposed on these commodities, which are for single 
and joint lines application within and from and to the several regions 
into which the country has been divided, do not coincide with any of 
the percentage class rate scales prescribed by the Commission but in 
the southeast and the southwest and in the eastern part of western 
trunk line territory the scales follow quite closely rates based 20 per 
cent of the first-class rates effective in those territories up to 700 
miles. It might also be stated that up to 700 miles the proposed vege- 
table cake and meal rates in the southwest and in the eastern part 
of western trunk line territory run quite closely in line with rates 
based 112 per cent of the so-called interior corn-wheat scales pre- 
scribed in Part 7 of No. 17000 for application in those territories. The 
112 per cent basis was doubtless used for purposes of comparison, 
because the Commission in Part 7 prescribed rates on flaxseed based 
112 per cent of the wheat rates. A peculiarity of the proposed intra- 
territorial and interterritcrial seed and cake and meal scales is that 
they are not made on a percentage relationship one to another but on 
a fixed and uniform difference in cents beyond 200 miles. This 
uniform scale trend adjustment, as it is called in the report, was 
made apparently for the purpose of inducing and maintainnig inter- 
regional competition which might be stifled if a strict percentage 
relationship were applied between the scales, because under a per- 
centage relationship the spread in rates constantly widens as the 
distance increases. 

The seed and cake and meal scales are evidently used as base 
scales upon which the rates on cottonseed hulls and linters and fiber 
are fixed, the rates on hulls being made 75 per cent of these scales 
the rates on fiber beyond 300 miles 120 per cent, minimum 40,0006 
pounds, and the rates on linters 190 per cent, minimum 25,000 pounds. 
The rates on linters and fiber in the southeast are at present on a 
so-called tri-plane basis under minimum weights of 20,000, 30,000 
and 40,000 pounds but this will be superseded by a two-plane basis. 
It should also be stated that in the southeast cake, meal and hulls 
are at present in the fertilizer list and take the fertilizer rates pre- 
scribed in No. 16295. Most of the seed in the southeast moves intra- 
state under various state scales and under varying minimum weights 
but in the southwest cottonseed and its products move interstate 
under the rates prescribed in No. 14150. 

The proposed rates on cottonseed in the southeast will increase 
the rates based on the average of the single-line intrastate scales and 
will reduce rates based on the average of the interstate rates up to 
200 miles but beyond 200 miles both intrastate and interstate rates 
will be raised. However, it is stated in the report that the average 
haul of seed is only 75 miles. In the southwest the present single- 
line interstate seed rates will be increased by one-half cent per 100 
pounds up to 40 miles and will be reduced by two cents from 170 to 

miles. 

The cake and meal rates of the southeast will be increased by 
about three-quarters of a cent up to 200 miles and beyond that dis- 
tance by substantially greater amounts. On traffic to central and 
eastern trunk line territories, however, reductions will occur except 
from Mississippi Valley points where increases will result. The pro- 
posed rates on cake and meal in the southwest are one cent higher 
than the present No. 14150 single line scale up to 35 miles; one-half 
cent higher from 35 to 65 miles; one-half cent lower from 120 to 200 
miles; and are about the same from 200 to 500 miles. Beyond 500 
miles the proposed southweasern rates run about midway between 
the No. 14150 rates and the higher column 20 rates. On traffic to the 
southeast and to central and eastern trunk line territories, however, 
substantial reductions will result, the proposed applicable scale from 
the southwest to these territories being uniformly two cents over the 
southeastern scale beyond 200 miles. It appears that there probably 
will not be much change in the present level of the rates on flaxseed 
cake and meal in central and eastern trunk line territories but in 
western trunk line territory the rates on these commodities will 
be substantially increased. 

At present the rates on imported cakes and meals are lower than 
the rates on these commodities which are produced in this country 
but the report proposes the same rates on all vegetable cakes and 
meals imported or domestic. No lower rates are recommended on 
cakes and meals when for export than apply on domestic move- 
ments but it is suggested that the carriers be given some latitude 
in the matter of port equalization. 

Like seed, the intrastate rates on cottonseed hulls move most 
of this traffic in the southeast. The proposed rates are about the 
same as the average of the state scales up to 150 miles and beyond 
that distance slightly higher. The interstate rates, however, will be 
substantially reduced, the amount of the reduction at 10 miles being 
one-half cent; at 50 miles 1% cents; at 100 miles 2% cents; and at 
200 miles and beyond about 3 cents. In the southwest the proposed 
rates are about the same as the present No. 14150 single line rates up 
to 500 miles but beyond that distance they are somewhat higher. 

On linters and fibre in the southeast the proposed rates under 
the 40,000 pounds minimum are slightly lower than the present rates 
up to 475 miles and slightly higher beyond that distance. In the 
southwest the proposed rates under the 25,000 pounds minimum would 
mean reductions in the present rates which are based on a minimum 
of 20,000 pounds but increases in charges would result under the 
rates based on a 40,000 pounds minimum owing chiefly to the in- 
crease in the minimum weight from 30,000 to 40,000 pounds. 

In the mountain-Pacific region reductions in the interstate rates 
will result on all the above-mentioned commodities except in isolated 
cases. 

Vegetable Oils and Foots 


Like the rates on all the other commodities involved in the in- 
vestigation, the proposed rates on oils and foots have been made 
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upon a mileage scale basis. In the southwestern region and from 
that region to destinations generally west of the Mississippi River 
and Chicago, the rates on vegetable oils are those prescribed in the 
so-called 14150 decision. The general basis prescribed on oil in that 
case is approximately 22 per cent of the southwestern first class 
rates, and the examiners recommend that such rates be increased 
to 25 per cent of the first class rates, except that the rates from, 
to, and within Texas-New Mexico differential territory should be 
on the standard basis. 

In the southeastern territory the principal rates on oil are on 
varying bases and many of the most important ones, from a tonnage 
standpoint apply intrastate. The examiners recommend column 25 
rates under the southern class rate case. Column 25 rates will result 
generally in increases in the principal rates, particularly to such points 
as Atlanta, Savannah, Memphis and Cincinnati, important vegetable 
oil receiving points. The basis recommended for application in the 
southern territory is to be applied from points in that territory to 
official classification territory. There will be substantial reductions 
under the examiner’s proposals from certain portions of the southern 
territory to central territory where the present rates are in many 
instances made combination on the Ohio River crossings. Some of 
the greatest increase would result in the intrastate rates in Georgia. 

In official classification territory the examiners propose rates on 
vegetable oils made 75 per cent of the basis they propose in the south- 
western territory. Such basis very closely approximates the sixth 
class rates under the eastern class rate case which are 27% per cent 
of the first class rates under that case. Both increases and reduc- 
tions will result under the examiners’ proposals. The rate on many 
of the oils from New York to Chicago will be increased from 38 cents 
to 46 cents and corresponding increases will result from New York 
to central territory where the rates are made percentages of the 
New York-Chicago rate. Substantial increases are proposed in the 
rates on vegetable oils in western trunk line territory where the 
rates are on about the lowest basis applying on vegetable oils in 
the country. 

The examiners propose certain group rates from the southwest 
to transcontinental and Pacific coast states. They suggest that the 
rates of 80 and 90 cents, prescribed in the 14150 case to southern and 
northern California, respectively, be increased to 86 and 96 cents and 
that the rates to intermountain points and to the northern Pacific 
coast destinations be substantially reduced, and placed on a level 
comparable with the 86 and 96 cent rates recommended to California. 

They propose rates on vegetable oil foots, sediments, and tank bot- 
toms and on other soap stocks including inedible greases and tallows, 
75 per cent of the respective scales on oil. Such a basis was pre- 
scribed in No. 14150. : 

Transit 


The examiners recommend that the carriers be required to estab- 
lish. milling in transit on cottonseed. Under their proposal 75 per 
cent of the inbound weight, which represents approximately the 
weight of the cottonseed cake, meal and hulls in a ton of seed should 
be accorded through rates from origin of the seed to destinations 
of the cake, meal and hulls the same as the rates on seed, meal, or 
hulls under their proposed scales plus a transit charge the same as 
applies on grain and grain products. Under their proposals of transit 
on seed they do not recommend transit on that portion of the seed 
which constitutes the oil and linters. They propose that where cotton- 
seed oil is refined in transit a transit charge of 2% cents per one 
hundred pounds, maximum $10 per car in addition to the scales of 
rates they recommend should be applied. The propriety of establish- 
ing transit on cottonseed is a subject dealt with at some length and 
is state to be one upon which the cottonseed milling industry was in 
greatest disagreement. Certain important shipping interests advocate 
milling in transit while other equally important interests oppose such 
practice. The carriers oppose milling in transit of cottonseed primar- 
ily on the ground it would reduce their revenue. The proponents of 
transit contend that the establishment of transit on seed will attract 
to the rail carriers a substantial portion of the cottonseed tonnage 


now moving by truck. ¥ 
Reparation 


In a great many of the cases consolidated with this proceeding 
reparation is sought on past shipments. Two groups of such cases are 
dealt with in the report in some detail. The contentions made with 
respect to one of such groups are that when the carriers established 
rates on vegetable oils pursuant to the 14150 decision they did not 
authorize refining in transit under the new rates. The other group 
is also based on the 14150 decision where the Commission observed 
that the carriers in establishing rates under that decision should 
apply the Chicago basis to Cincinnati, but they refused to do so and 
such neglect was made the subject matter in a number of the com- 
plaints asking reparation. The examiners recommend that the Com- 
mission award reparation or shipments of oil refined in transit to 
basis of the 14150 scale plus a refining in transit charge of 2 cents 
per one hundred pounds, maximum $10 per car. They also recommend 
that reparation be awarded on shipments moving to Cincinnati and 
other Ohio River crossings to basis of the 14150 scale with the Chi- 
cago rates observed as maxima to Cincinnati, and when for beyond. 
The examiners propose that reparation be denied in many of the 
other cases and awarded in others. 


Miscellaneous Matters 


Miscellaneous subjects, such as fourth section relief, the appli- 
eation of the interstate basis of rates within the states, special rates 
for weak, relief and narrow gauge lines, and Mississippi River arbi- 
traries are also given consideration. 


ROAD MATERIALS TO ILLINOIS 


Examiner Burton Fuller, on further hearing, in No. 21939, 
sand, gravel, and crushed stone from Indiana and Illinois points 
to destinations in Illinois, has recommended modification in 
part of the findings in the original report, 160 I. C. C. 507, as to 
rates to destinations in Illinois on and south of the Terre Haute- 
St. Louis line of the Pennsylvania Railroad on sand, gravel, and 
crushed stone, from points in Indiana and Illinois; on crushed 
stone, from Marquette and Cape Girardeau, Mo., and on chatt, 
from producing points in Missouri. 

Hundreds of rates, set forth in two appendices, C and D, 
not herein reproduced, are recommended for prescription by the 
Commission for interstate and intrastate application 

This report also embraces I. and S. No. 3093, sand, gravel 
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and crushed stone, from Indiana points to destinations in Illinois: 
No. 21372, Ohio & Indiana Stone Co. et al. vs. C. CG. ¢. & St L 
et al.; No. 23707, Dickason Sand & Gravel Co. vs. B. & 9 et al: 
and No. 24298, Montezuma Gravel Co. vs. B. & O. et a] * 
cases other than the Montezuma Gravel Company case W , 
heard cooperatively with the Illinois commission Dockets ie 
17841, H. H. Halliday Sand Co. et al. vs. B. & O. et al: ny 
17863, Anna Stone Co. vs. B. & O. et al.; No. 20554, Columb 
Quarry Co. vs. Alton & Southern et al.; and No. 20618 Illinois 
Electric Limestone Co. vs. B. & O. et al. The Montezuma Gravel 
Company case was heard jointly with the Indiana commission 
Docket No. 10431, Montezuma Gravel Co. vs. B. & O. et a] 

The order issued by the Commission in the origina] report 
was enjoined in Chicago & Eastern Illinois Railroad (po Vs 
United States, 43 Fed. (2nd series) 987. The litigation wa, 
caused, in part by the inclusion in the record of an exhibit and 
testimony as to which the rules of law had not been observed 
When the court enjoined the order the federal commission set 
aside its order, struck the exhibit and testimony with regpee; 
to the so-called proposed rates referred to in the origina] report 
and set the proceedings down for further hearing. The matte; 
in dispute was the product of conferences with the view to hay. 
ing the subject settled without going through the immense de- 
tails that would otherwise have been required. 

The proposed report said that the rate structure recop. 
mended herein would result in a fair relationship between pro. 
ducing points, was properly aligned with rates established or 
prescribed in other cases to destinations in the same gener) 
territory, and would yield earnings which would be fair to the 
carriers, giving due consideration to distance and other trans. 
portation conditions and the group and differential nature oj 
the adjustment. Manifestly, said the report, the proposed struc. 
ture should be tested with regard to all of these factors and not 
solely with regard to distance or any other single factor, 

The report said the Commission should find that the present 
rates set forth in Appendix C were reasonable and nonpreju- 
dicial inter se on interstate traffic; that the interstate rates in 
which changes were recommended were unreasonable to the 
extent that they exceeded and were unduly prejudicial as be 
tween shippers in interstate traffic to the extent that they 
differed from those set forth in Appendix C; that the interstate 
and intrastate rates set forth in that appendix were nonpreju- 
dicial and nondiscriminatory as between interstate shippers on 
the one hand and intrastate shippers on the other. The report 
said the findings in the original report, 160 I. C. C. 507, should 
be modified accordingly. 

The Commission should further find, said the report, that 
the rates from Cayuga and Montezuma, Ind., for joint hauls in 
connection with the Chicago & Eastern Illinois were and for the 
future would be unreasonable to the extent that they exceeded 
those set forth as prescribed in Appendix D, and that the pre 
scribed rates would remove the alleged undue prejudice against 
complainants in No. 23707 and 24298. 

‘These findings,’ says the report, “apply in so far as com- 
modity rates are in effect or are recommended and are subject 
to the following provisions: (1) rates to local destinations shall 
be the same as to the first key destination next beyond, and 
(2) the rates prescribed herein shall be subject to a minimum of 
90 per cent of the marked capacity of the car except when car 
is loaded to full visible capacity actual weight will apply. They 
are made without prejudice to the right of any party to seek 
additional commodity rates to this destination territory in line 
with the adjustment approved or prescribed herein.” 


Some of the rates carried in the appendices are in effect 
by reason of the action by either of the Indiana or the Illinois 
commission and of the interested carriers. For instance, the 
report says the rates prescribed from Anna, Cairo and Metrop 
olis, Ill., were established on March 31, 1930, and were the 
present rates. The report said that that was likewise true 
the rates from Missouri except in connection with the Burling: 
ton. The other rates to southern Illinois prescribed or approved 
by the state commissions were established on March 31, 1%! 
said the report, and had been since voluntarily maintained 9) 
the carriers, except the rates from Indiana and Illinois in co 
nection with the Chicago & Eastern Illinois and the Baltimore & 
Ohio, the interstate rates in connection with the Burlington, ari 
certain of the intrastate rates from the East St. Louis district 

These facts with regard to the present situation caused the 
use of the language in the report showing that some of té 
rates in the recommended appendices had already beet pre 


scribed. 
BARGE-RAIL SUGAR ADJUSTMENT 


Finding nothing wrong with the government barge Als 
arrangement for the stoppage of sugar at storage points 2°. 
bama and Tennessee, Examiner Charles W. Berry, in I # r 
No. 3534, cancellation of rates on sugar from New Orleans 4 
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certain contiguous points and Mobile, Ala., to the southeast, 
has recommended that the Commission allow the present ad- 
ystment to remain in effect. This report also embraces No. 
23836, Savannah Sugar Refining Co. et al. vs. Inland Water- 
gays Corporation et al. ; ; 

“Berry said that the Commission should find not justified 
the respondents’ proposal to cancel joint barge-and-rail rates 
‘om New Orleans, La., and specified contiguous points and 
Yobile to destinations on certain lines in southeastern terri- 
tory on sugar accorded storage at Holt and Birmingport, Ala. 
A like finding was proposed as to the proposal of the rail- 
roads to cancel all joint class and commodity joint barge-and- 
ail rates on sugar from the same points of origin to the same 
jestinations moving via Memphis, Tenn., Holt, Birmingport and 
quscaloosa, Ala. He recomended that the schedules be or- 
jered canceled and the proceeding discontinued. 

As to the formal docket complaint the examiner recom- 
mended that the Commission find the all-rail rates on sugar, 
fom Port Wentworth, Ga., a station within the switching limits 
of Savannah, Ga., to destinations in southeastern territory, not 
uduly prejudicial. Further he recommended that the Com- 
nission find not unduly preferential the maintenance of joint 
jarge-and-rail rates from New Orleans and Mobile to the same 
iestinations differentially lower than the all-rail rates on sugar 
acorded storage at Memphis, Birmingport and Holt and dis- 
niss the complaint. 

Proposals similar to those presented here, Berry said, were 
considered in Sugar Stored in Transit, 146 I. C. C. 384, and 
found not justified. The railroads, in the instant case, the ex- 
aminer said, did not introduce any evidence in support of the 
sispended schedules. He said they admitted that they were 
not justified. But the railroads, he said, asked that the Com- 
nission determine whether the joint barge-and-rail rates via 
Rirmingport and Holt should be the same as or differentially 
uder the all-rail rates when the sugar was accorded storage. 

In the formal docket case it was alleged that the all-rail 
rates from Savannah were unduly prejudicial and that the 
joint barge-and-rail rates from New Orleans and Mobile to the 
same destinations were unduly preferential when applied on 
sugar stored in transit at Memphis, Birmingport and Holt. The 
Commission was asked to prescribe nonprejudicial and non- 
preferential rates, rules and practices for the future. 

The railroads contended that the barge-and-rail rates on 
sugar stored in transit should not be lower than the all-rail 
rates. The barge line, according to the report, said that the 
Commission Was without power to prescribe minimum rates 
over a through route where one of the participants was a water 
carrier and that carriers could not force their desires as to 
the granting of transit on their connections. None of the par- 
lies, Berry said, was contending to the contrary. 

“The only question in the investigation and suspension pro- 
ceeding is,’ says the report, “whether the rail carriers should 
le required to join in barge-and-rail rates lower than the all- 
ail rates when sugar is accorded storage either free or for 
adequate compensation. The barge line contends that the joint 
large-and-rail rates on sugar stored at interchange points be- 
ween the barge-and-rail lines should not be any higher than 
the rates on sugar not so stored, especially when charges are 
assessed for the transit service that are sufficient to cover the 
tost thereof. They assert that unless the joint barge-and-rail 
tates are lower than the all-rail rates no traffic will move over 
the barge route.” 

The testimony in the case, as reviewed by the examiner, 
‘ought the issues down to the point as to whether the so- 
ulled stoppage charges of the barge line were enough to cover 
Me additional cost of the storage service. 

Berry came to the conclusion that the so-called stoppage 
charge was ample to cover the additional cost of the storage 
“Vice; that the storage arrangement did not overcome the 
sadvantages incident to barge transportation; that practically 
sugar would move over the barge routes unless the rates ap- 
Hicable on sugar accorded storage were lower than the all-rail 
‘ales; and that there was no justification for higher joint barge- 
a rates on sugar stored in transit than on continuous 
— shipments “so long as transit charges are assessed 
“uich are sufficiently high to cover the additional cost of the 
“Tansit service.” 
eng tings such as he recommended in the suspension pro- 
tage = Berry said, also disposed of the issues in the complaint 
tice’ or, he said, there could be no undue or unreasonable preju- 
moe ae preference when both rates were maximum reasonable 
wr erermined by the Commission. The barge line, Berry said, 
hte in ~~ be charged with undue prejudice as it did not partici- 
bates a rates from Savannah. The rail carriers, he added, 
itd-ral ed in the all-rail rates from Savannah and the barge- 
vartici ge from New Orleans and Mobile but they did not 
imangen € In the establishment or maintenance of the storage 
thine ment which was alleged to be the cause of the alleged 

prejudice. The examiner added that the railroads had 
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no control over the action of the barge line in the maintenance 
of the transit arrangement. Therefore, said he, even if the 
evidence showed, which he said it did not, that the alleged 
prejudicial and preferential rates were not fairly related when 
measured by the values of the two services and other transpor- 
tation elements, a finding of undue prejudice and preference 
was precluded as a matter of law by the decision of the Su- 
preme Court in Central Railroad Co. vs. U. S., 257 U. S. 247 
(42 S. Ct. Rep. 80). In that case the court upheld the propo- 
sition that transit was a matter local to the line of railroad 
— transit and not within the control of any of its con- 
nections. 


LUMBER AND BOX SHOOKS 


Examiner J. J. Williams, in No: 23381, Boydton Manufactur- 
ing Co., Inc., et al. vs. Southern et al., a sub-number thereunder, 
Phillips Lumber Co., Inc., vs. C. & O. et al., and No. 23385, 
Barnes Lumber Corporation et al. vs. C. & O. et al., has recom- 
mended a revision of rates on lumber and box shooks from 
points in Virginia to destinations in official territory and in. 
Missouri and Wisconsin. 

The examiner said the Commission should find unreasonable: 
the rates to New York to the extent that they exceeded or might 
exceed 23.5 cents from Orange, Charlottesville, and Petersburg, 
Va.; 25 cents from Amelia and Pemberton; 27 cents from Dill- 
wyn; 26.5 cents from Blackstone, and 29.5 cents from South Hill, 
Saxe, Chase City and Boydton. He said that the assailed rates 
to other destinations in trunk line and New England territories, 
except from Blackstone, Pemberton and Petersburg to Pitts- 
burgh, Pa., were and for the future would be unreasonable to 
the extent they exceeded or might exceed the differences over 
or under New York, prescribed in the rates from Norfolk and 
Richmond to the same destinations in the North Carolina Pine 
Case, 85 I. C. C. 270. 

Further, the examiner said, the Commission should find that 
the rates from Pemberton to destinations in the so-called Pitts- 
burgh territory, were and for the future would be unreasonable 
to the extent that they exceeded or might exceed the contem- 
poraneous rate to Pittsburgh. 

Further finding, examiner said, should be that the rates from 
Boydton, Saxe, Chase City, South Hill, Amelia, and Semora to 
central territory, were and for the future would be unreasonable 
to the extent they exceeded or might exceed the rates con- 
temporaneously in effect from the Virginia Cities. The examiner 
recommended reparation. 


REFINED OIL FROM WYOMING 


Another plan for composing some of the troubles about 
rates on refined petroleum products from the competing refining 
areas in Wyoming and Oklahoma to the Dakotas, western 
Minnesota, northwestern Iowa and Nebraska has been presented 
by Examiner J. Edgar Smith in a proposed report in No. 22714, 
Standard Oil Co. (Indiana) vs. C. & N. W. et al. and the cases 
joined with it. The other cases are No. 22733, Public Service 
Commission of Wyoming vs. C. & N. W. et al., a sub-number.- 
thereunder, Nebraska State Railway Commission vs. Same;: 
No. 22870 (Sub-No. 1), A. W. Whelan et al. vs. C. B. & Q. et al., 
and No. 23047, Farmers’ Elevator Co. et al. vs. Same. 

Smith said that the complaints brought in issue the reasor- 
ableness of the rates from Casper and related points in Wyoming 
to destinations in the territory of destination mentioned, the 
title complainant having a refinery at Casper; and alleged the 
rates were unduly prejudicial in comparison with those from 
Tulsa, Okla., a Group 3 point, and other places in that group. 

The Wyoming commission set forth that Wyoming was the 
owner of lands from which crude oil was taken. Therefore that 
complaint was in behalf of a producer of crude oil as well as 
the representative of the commercial and industrial interests 
of the state. The regulatory body alleged that the disparity in 
rates to many points in regard to which complaint was made 
followed the Commission’s report in Midcontinent Oil Rates, 
1925, 139 I. C. C. 605, “thereby destroying an adjustment and 
relationship in rates which had existed for many years, all to 
the damage of the state of Wyoming and its refineries and in 
violation of the act and of the Hoch-Smith resolution.” 

Examiner Smith said that some of the railroads urged that 
the maladjustment of rates be corrected by increasing the rates 
from Group 3 rather than by reducing those from Casper. He 
said that carriers from Group 3 threatened reprisals if that were 
done. Upon this record, Smith said, the Commission could not 
deal with the level of the rates from Group 3. He said that the 
Commission should find as follows: 


That maximum reasonable rates on refined petroleum products 
from Casper, and related points, in Wyoming, to the territory of 
destination in issue, i. e., to stations in North Dakota, South Dakota, 
Minnesota, Iowa and Nebraska, for the future shall not exceed the 
rates under Column 25 as prescribed in Western Trunk Line Class 
Rates, 164 I. C. C. 1. 
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That whenever competitive rates are in effect, or are permitted, 
as at present at the Twin Cities and at Missouri River gateways, 
such as at St. Paul, Minn., and at Omaha, Nebr., the differential of 
3 cents heretofore and now in effect at these points as between Casper 
and Group 3 shall not be exceeded at intermediate points, such as 
Sioux City, Iowa, and the rates to the competitive points shall be 
held as maxima at all directly intermediate points between such com- 
petitive points and Casper. 

That the localities of Casper and other Wyoming points, and the 
shippers of petroleum products there, are now subjected to undue 
prejudice and disadvantage as compared with the localities of Tulsa 
and other Group 3 points, and the shippers of petroleum products in 
those places, in and to the extent the present rates to the destinations 
in the states named depart from rates equal to Column 25 rates in 
the respective territories embracing Casper and Tulsa, and in and 
to the extent that competitive rates for substantially equidistant 
hauls to Missouri River points carry a differential against Casper 
exceeding 3 cents. 

That the participation, by delivering carriers serving stations in 
North Dakota, South Dakota, Western Minnesota, and Northwestern 
Iowa, in rates from Group 3, which are lower than rates under 
Column 25, present Southwestern class rates, concurrently with rates 
from Casper upon a higher percentage of rates under Western Trunk 
Line Class Rates, subjects Casper, the state of Wyoming, and shippers 
located therein, to undue prejudice and disadvantage to the undue 
preference and advantage of Tulsa, the state of Oklahoma, and ship- 
pers located therein, all in violation of section 3 of the act. 


PROPOSED REPORTS 
Fish Oil 

No. 23979, Atlas Refinery vs. C. of N. J. et al. By Exam- 
iner T. P. Wilson. Rate, fish oil in tank cars, Southport, N. C., 
to Newark, N. J., unreasonable to the extent it exceeded or may 
exceed 47.5 cents, subject to the minimum prescribed in Cook, 
Swan & Young Corporation vs. A. N., 155 I. C. C. 646. New 
rate and reparation proposed. 


Refined Petroleum 


No. 23854, Cities Service Oil Co. et al. vs. C. & N. W. et al. 
By Examiner Morris H. Konigsberg. Rates, refined petroleum 
products, in the period between April 15, 1928, and June 14, 
1928, Ponca City, Cushing and Okmulgee, Okla., unreasonable 
to the extent they exceeded 58 cents to Huron, S. D., 55.5 cents 
to Wagner, S. D., and 50.5 cents to Yankton, S. D. Reparation 
proposed. 

Box Material Transit 

No. 23919, Unger-Kramer Co. vs. A, C. L. et alk. By Examiner 
T. Leo Haden. Dismissal proposed. Refusal of defendants 
serving Peru, Ind., to establish transit arrangements on box 
material made of unfigured veneer while contemporaneously par- 
ticipating in tariffs carrying joint rates on lumber and other 
forest products under which transit arrangements are accorded 
at points served by the A. C. L., not unduly prejudicial, 


Cotton Waste 


No. 24017, American Cotton Waste & Linter Exchange vs. 
Cc. & N. W. By Bxaminer C. A. Bernhard. Carload ratings and 
rates, cotton waste, between Chicago and Thebes, IIl., and points 
on the Mississippi River, on the one hand, and points in Arkan- 
sas, Missouri, Iowa, Minnesota and Wisconsin, on the other, and 
on interstate shipments between points in those states, unreason- 
able, on the card strippings group and cotton waste, N. O. I. B. N., 
to the extent that the ratings exceed 35 per cent of first class 
rates, minimum 24,000 pounds, subject to Rule 34; and on the 
cotton motes group to the extent the rating exceeds class C in 
western classification and the rates exceed 27.5 per cent of first 
class rates, minimum 24,000 pounds, subject to Rule 34. Rates 
found reasonable between points where class rates were fixed in 
Western Trunk Line Class Rates, 164 I. C. C. 1, the examiner 
said, should be established contemporaneously with those rates. 


Lumber 
No. 24131, Egbert-Hay-Forbes Co. vs. N. Y. C. et al. By 
Examiner L. H. Dishman. Rate, lumber, Goshen, Ind., to Sagi- 
naw, Mich., unreasonable to the extent it exceeded 18.5 cents. 
Reparation of $82.44 proposed. 


Livestock 


No. 24023, Schaffner Brothers Co. vs. C. C. C. & St. L. et 
al. By Examiner C. Garofalo. Dismissal proposed. Rates, live- 
stock, points in Ohio to Erie, Pa., applicable except as to a 
shipment frqgm Plattsburgh, and not in violation of the fourth 
section of the interstate commerce act. 

Lettuce, Etc 

No. 16526, Pacific Coast Vegetable Growers’ and Shippers’ 
Transportation Committee et al. vs. Southern Pacific et al., and 
No. 16773, American Fruit Growers, Inc., of Illinois et al. vs. 
A. T. & S. F. et al. By Examiner Myron Witters. Complaint 
proposed to be dismissed, with an exception. Rates, lettuce and 


other fresh or green vegetables, carloads, Californa and. Arizona 
to Utah, Colorado, Kansas, Missouri, Nebraska, Iowa, and that 
part of the United States east of the Mississippi River and 
north of the Ohio River, not unreasonable, unduly prejudicial 
or in violation of section 6 of the interstate commerce act. Wit- 
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ters said that the dismissal should be as to all issues excep 
: . : : pt 
as to those relating to refrigeration charges, which had peg, 
reserved for hearing and disposition in connection with No 
20769, General Refrigeration Investigation. is 
Vinegar 
No. 23829, M. Steffen & Co., Inc., vs. B. & O. et al, By 
Examiner D. C. Dillon. Rates, vinegar, Coloma, Mich. to 
destinations in Wisconsin unduly prejudicial to the complainants 
and unduly preferential to shippers at St. Louis, Mo., Alton, 
Valley City, Olney and Neoga, Ill., to the extent that the rates 
from Coloma are a greater percentage of fifth class rates pre. 
scribed in the recent class rate revisions than the rates on 
vinegar from the latter points to the points to the same desting. 
tions are of the corresponding fifth class rates prescribed jy 
those revisions. 
Enameled Iron Table Tops 
No. 24084, L. B. Ramsdell Co. vs. N. Y. C. et al. By Exap. 
iner L. J. P. Fichthorn. Rate, enameled iron table tops, carloads 
Cleveland, O., to Gardner, Mass., unreasonable to the extent it 
exceeded the fifth class rate of 43 cents. Reparation of $63.9; 
proposed. 
Road Graders 
No. 24190, Brown-Bevis Co., Inc., vs. C. I. & W. et al. By 
Examiner C. Garofalo. Dismissal proposed. Claim on shipment 
of road graders, Indianapolis, Ind., to Los Angeles, Calif., barred 
by statute. 
Cotton Card Strippings 
No. 24022, American Cotton Waste & Linter Exchange et al. 
vs. B. & M. et al. By Examiner William G. Butts. Rates sought 
to be collected on many less than carload shipments, cotton card 
strippings mixed with flax waste, Tucapau, S. C., to Springfield 
and Boston, Mass., Providence, R. I., Philadelphia, Pa., and 
Grand Rapids, Mich., applicable and not unreasonable. Rate 
sought to be collected, carload shipment of like traffic, Tucapau 
to Philadelphia, applicable. Applicable carload rate, Tucapau to 
Springfield, Boston, Providence, Philadelphia and Grand Rapids, 
unreasonable to the extent they exceed or may exceed 65 cents 
to Springfield, Boston and Providence and 70 cents to Grand 
Rapids, minimum 24,000 pounds. Rate to Philadelphia sought to 
be collected was applicable, but was and for the future will be 
unreasonable to the extent it exceeded or may exceed 57 cents, 
minimum 24,000 pounds. Reparation proposed on a shipment to 
Philadelphia. 
Imported Crude Graphite 
No. 23655, United States Graphite Co. vs. Central Vermont 
et al. By Examiner John Davey. Dismissal proposed. Rates, 
imported crude graphite (plumbago), in bags and barrels, car: 
loads, New York, N. Y., to Saginaw, Mich., applicable and not 
unreasonable. 
Soya Beans 
No. 24094, O. M. Scott & Sons Co. vs. Pennsylvania et al 
By Examiner S. V. Markley. Dismissal proposed. Rates, soya 
beans, carloads, Seaford, Broadkill, Georgetown and Wilmington, 
Del., to Marysville, O., not shown to have been or to be unrea- 
sonable or otherwise unlawful. 
Printing Paper 
No. 24086, Southwestern Paper Company of Dallas, Tex. 
et al. vs. B. & O. et al. By Examiner Roy E. McKee. Dismissal 
proposed. Rate, printing paper, other than newsprint, Hamilton, 
O., to Dallas and Fort Worth, Tex., not unreasonable. 


Cowpeas 
No. 24129, J. G. Peppard Seed Co. vs. T. & P. et al. By Er 
aminer L. J. P. Fichthorn. Dismissal proposed. Rate, cowpeas, 
carloads, Avery, Tex., to Kansas City, Mo., applicable. AP 
plicable rate not unreasonable or otherwise unlawful. 


Barley 
No. 23970, Bert K. Smith vs. A. T. & S. F. et al. By Exal 
iner Morris H. Konigsberg. Dismissal proposed. Demurrace 
charges, shipments, barley, at Houston, Tex., applicable a 
not unreasonable or unduly prejudicial. 


Used Log Cars 


No. 24164, Caflisch Lumber Co. vs. B. & O. By Examilet 
Paul A. Colvin. Dismissal proposed. Fifth class rate, Laure 
Furnace, W. Va., to Lake Lynn, Pa., charged as factor of ralé 
two carloads of used log cars, Laurel Furnace to Albright, W. 
Va., not unreasonable. 


Butter and Eggs 


No. 24080, A. B. Marcus Co. et al. vs. St. L.-S. F. et al. 3 
Examiner Paul A. Colvin. Dismissal proposed. Rates, butt 
and eggs, straight or mixed carloads, Neosho, Aurora, Sprit 
field, Seymour, Mansfield, Mountain Grove, Cabool, West — 
and Thayer, Mo., to Pittsburgh, Pa., not unreasonable or undul} 
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prejudicial. No damage shown by reason of certain authorized 
fourth section departures. 


Stocker Cattle 


No. 22716 (Sub. No. 1), Diamond A Cattle Co. vs. A. T. & 
5. F. et al. By Examiner T. Naftalin. Dismissal proposed. 
Claim for reparation, six carloads of range or stocker cattle, 
Lake Arthur, N. M., to Hoehne’s, Colo., barred by the statute. 
No finding for the future necessary in view of findings in No. 
17000, part 9, live stock, western district rates. 


Contractors’ Outfits 


No. 24018, Cameron Joyce & Co. vs. L. & N. et al. By Ex- 
aminer John Davey. Rates, contractors’ outfits, Caruthersville, 
Mo., to Opdyke, Ill., unreasonable to the extent it exceeded 67 
cents. Reparation of $66.48 proposed. 


EXCESS INCOME REPORTS 


Finance No. 3808, excess income of Live Oak, Perry & Gulf 
Railroad Co. Tentative determination by Commission, division 
1, that carrier has recapturable excess income of $93,585.19 for 
last four months of 1920 and for 1921 to 1925, inclusive, based 
on values ranging from $885,000 to $1,010,000. 

Finance No. 3921. Excess income of Santa Maria Valley 
Railroad Company. Tentative determination by Commission, 
division 1, that carrier has recapturable excess income of 
$7,339.69 for the last four months of 1920, based on value of 
$340,000. No excess found for 1921 to 1926, inclusive. 


SWAN CREEK ABANDONMENT 


The Commission, by division 4, in Finance No. 8544, has 
authorized the Nashville, Chattanooga & St. Louis Railway to 
abandon part of its Swan Creek branch in Hickman county, 
Tenn., extending from a point near Centreville to Rochelle, 5.72 
miles, and from Stewart to Arnold, 2.64 miles. The report said 
a state highway with a gravel surface ran almost parallel to 
the line from Centreville to Arnold and that truck and bus lines 
operated over the highway, the latter making two round trips 
daily. 


MORRIS & ESSEX ABANDONMENT 


The Commission, by division 4, in Finance No. 8337, has 
denied an application of the Morris & Essex Railroad Company 
and the Delaware, Lackawanna & Western Railroad Company 
for authority to abandon the portion of the so-called Rockaway 
loop of the M. & E., extending from a point in the Borough of 
Rockaway to East Dover Junction, N. J., approximately 2 miles 
long. A part of the application seeking authority for the D. L. 
& W. to abandon steam passenger operation over the remain- 
ing portion of the Rockaway loop, about 2 miles, for which 
motor bus service would be substituted, was dismissed, the 
Commission holding it had no jurisdiction over a partial dis- 
continuance of rail service. It pointed out, however, that the 
latter proposal was an essential part of the entire plan and 
“we could not reasonably ignore it because of a lack of juris- 
diction, and grant approval of the other part.” 


OREGON ABANDONMENT DENIED 


The Commission, by division 4, in Finance No. 8100, has 
denied an application of the Sumpter Valley Railway Company 
for authority to abandon that part of its line from Bates to 
Prairie City, Grant county, Ore., about 20 miles, without prej- 
udice to its renewal after the expiration of three years if appli- 
cant can show that the situation has not materially changed. 
Commissioner Mahaffie dissented. 

Highway transportation was one of the causes of loss of 
a by the Sumpter Valley, according to the testimony, and 
he Commission took occasion to discuss the question presented 
by that condition as follows: 


oun" adds another to a long series of abandonment cases, which 
conan Serve both as an illustration and as a warning. That every 
prefer nity is entitled to use those means of transportation which it 
i s — not properly be questioned by any one, we think. Those 
their a <T a steam railroad and can support it have a right to 
right Stroti Those who prefer a line of motor trucks have the same 
also oo arly those who prefer still other forms of transportation 
posal, = e this right. However, when a community has at its dis- 
portation many or most communities have, several means of trans- 
it must — it has exercised its choice in the form of patronage, 
- pl ne ize that those means of transportation which its choice 
withour eet ge from patronage may not be able to continue to exist 
resort we patronage and that abandonment must follow as a last 
transport community which can support every known means of 
whic a ion is unquestionably entitled to them all; but a community 
; n support only one can not insist upon the retention of two 


it the patrona , 
to enable it yo renee to the least favored one is not sufficient 

is the 
quate service 


duty of a railroad company to provide reasonably ade- 
- This can not be challenged by any one. However, 


whe 
owen, Pd a to continue to serve is threatened, the company 


° avoid crippl 


er duty_to undertake whatever is within its power 


t 
ing or destroying that service. A railroad company 
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whose resources have been exhausted due to loss of traffic to other 
agencies can not continue to serve. Operating expenses can not be 
paid out of an empty pocket. 


MISSOURI PACIFIC UNIFICATION 


With six commissioners expressing or joining in separate 
views, the Commission, in a supplemental report in Finance No. 
7470, Missouri Pacific unification, on reargument, has modified 
its former report, 166 I. C. C. 154. The changes are in a state- 
ment as to the rights and obligations under a contract between 
the citizens of Palestine and Anderson County, Tex., and the 
International-Great Northern and the court decision therein 
cited. Conditions have been prescribed, and the conclusion in 
the report mentioned relating to the maintenance by the appli- 
cant of the existing routes of commerce have been modified. 

The contract pertaining to Anderson county and the city of 
Palestine relates to the maintenance of general offices and shops 
of the International-Great Northern, one of the lessor carriers, 
at designated locations. The city, county and individual inter- 
veners expressed doubt as to the exact meaning of the report 
regarding the things mentioned and asked that the Commission 
find, in case the proposed lease was approved, that the Missouri 
Pacific was bound by the contracts and court judgments, to 
maintain the general offices and shops of the International-Great 
Northern at Palestine. 

The Kansas City Southern and the Texarkana & Fort Smith 
obtained further consideration as to the maintenance of exist- 
ing through routes. Those carriers alleged that the Commission 
had erred in certain of its assumptions and findings. They asked 
that the Commission require, as a condition of granting of the 
application, that the Missouri Pacific be required to maintain the 
existing routes and channels of trade with the intervening lines. 


As to the general office and shops feature of the matter the 
Commission said that in order that any alleged rights of Pales- 
tine might not be affected, any action taken by it in authorizing 
the acquisition would be subject to the condition that before 
the order took effect the Missouri Pacific should cause to be 
eliminated from the proposed lease all of paragraph (6) of 
Article III pertaining to the subject and file a copy of the lease 
so modified. The Commission said that if the obligation to 
maintain offices and shops at Palestine placed upon the Inter- 
national-Great Northern by the contract and the court judgments 
should result in a direct burden upon interstate commerce, the 
Missouri Pacific must look to the courts for relief. Under its 
present powers, the Commission said, it was a matter over which 
it had no jurisdiction. 

With regard to the maintenance of existing routes and 
channels of commerce the Commission said that if it issued an 
order authorizing the acquisition of the control herein sought 
such order would require that before it became effective the 
Missouri Pacific should file its consent to and acceptance of a 
condition that, until it otherwise ordered, it would maintain 
existing through routes of traffic. 


Commissioner Porter, while agreeing with the majority in 
the main disagreed with the proposition that the Commission 
had no jurisdiction over the location of offices and shops. Com- 
missioner Tate joined in that expression. 


Commissioner Eastman, dissenting in part, adhered to his 
often stated proposition, that a case of this sort was not a 
mere acquisition but a consolidation. 


Commissioner McManamy, dissenting in part, said he was 
in accord with the conclusions respecting the Palestine situa- 
tion, but disagreed as to the interpretation placed on para- 
graph (2) of section 5. 


Commissioner Mahaffie, dissenting in part, agreed as to the 
Commission’s lack of jurisdiction over the location of shops and 
offices as affected by the provision in the lease which is to be 
eliminated. But he disagreed as to the maintenance of existing 
routes and channels of commerce. He said that under section 
15 (4) the applicant now had the right to close through routes 
of which its own line, or any of the lines here involved, formed 
a part which resulted in short-hauling it. On that point he said: 


Granting the application will add nothing to the rights of the 
applicant under section 15(4). The right of the carrier under that 
section is one conferred by the Congress. We may not agree with 
the policy of the legislation. But, so long as the law remains as 
it is we, in my judgment, should not attempt to defeat it by re- 
quiring the applicant, as a condition to carrying out what we find to 
be in the public interest, to waive a right Congress has given it. 
The right required to be waived is one of value. It, so far as we 
are concerned, is surrounded by the same safeguards as is money 
in the applicant’s treasury. If what the majority here do is sound, 
it would seem equally sound, as a matter of law, to exact from the 
applicant, as a condition of our approving its application, an agree- 
ment to contribute $100,000 per year to some worthy charity in the 
territory it serves. 


Commissioner Aitchison concurred in the Mahaffie expres- 
sion. 
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FOUR HOURS Af 


solid carloads handled via Pier “S” never touch | 


HE great ocean freighter carrying your ship- 

ment eases into the slip and is docked at the 
Norfolk and Western Railway's Pier “S” at Lam- 
bert Point (Norfolk), Va. Soon after the morning 
sun chased shadows from the Port, a cheerful 
crew of experienced men began preparing rail- 
road merchandise cars for loading — sweeping 
them thoroughly — searching for protruding nails 
— skilfully padding the door-posts — over-laying 
the floors with heavy donnage paper to prevent 
soilage of bags or packages; in short, preparing 
each car for the commodity it is to carry. 

A few hours later a fast Norfolk and Western 
merchandise freight train pulled by a gigantic 
locomotive will leave, on the minute, for its daily 
run over a heavily ballasted double-track roadbed 
to the great consuming centers of the Mid-West, 
That not a moment may be lost during the trans- 
fer of cargo from ship to car, a fleet of tractors 
and trailers rolls swiftly along the dock to ship- 
side. To further hasten the transfer, the trailers 
_ are taken down into the hold of the ship, loaded 
and returned to the pier where they are picked 
up by the tractors and quickly carried, under 
cover, directly to the waiting railroad cars. Ap- 


proximately 90 per cent of the contents of the 
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the warehouse floor, moving westward on "The | 


Caravan,” leaving Norfolk daily at 2:00 p.m,— | 


but three or four hours after your ship docks, 
On schedules arranged and followed as care. 
fully as those of famous passenger trains, fast 


through merchandise carriers speed daily over the 


Norfolk and Western Railway, delivering good | 


service and good merchandise. No longer do 
the humorists say “as slow as a freight train.” 
Days and hours have been cut from schedules 
— giant locomotives have replaced those once 
thought of ample power — electrified operation 
is employed to reduce grades over the Alle. 
ghanies. The railroad and all of its facilities 
have been geared to a new tempo— and rail- 
road officers still strive for greater efficiency. 

The foregoing in no way refers to the hand- 
ling of any especial shipment — it is a daily 
occurrence at the Norfolk and Western Railway's 
Lambert Point piers. It further emphasizes the 
fact that efficient operation, adequate power 


and equipment and efficient facilities and 


methods contribute toward making the Norfolk | 


and Western Railway a modern transportation 


system. 
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SUSPENDED TARIFFS 


In I. and S. No. 3605, the Commission has suspended from 
June 3 until January 3, schedules in supplement No. 2 to Great 
Northern I. C. C. No. A-6750, and supplements Nos. 3 and 4 to 
Northern Pacific I. C. C. No. 8741. The suspended schedules 
propose to increase the carload minimum weight from 50,000 
to 60,000 pounds on stone, not figured, lettered or polished, be- 
tween points on the Northern Pacific, Great Northern, Duluth, 
Missabe & Northern, and Farmers’ Grain & Shipping Co. 

In I. and S. No. 3606, the Commission has suspended from 
June 3 until January 3, schedules in supplements Nos. 97, 99 
and 102 to W. P. Emerson’s I. C. C. No. 157. The suspended 
schedules propose to establish a rate of 54 cents per 100 pounds 
on green coffee, in bags, carload minimum weight of 40,000 
pounds, to alternate with the present rate of 60% cents per 
100 pounds, carload minimum weight 30,000 pounds, when im- 
ported through New Orleans, La., and destined to Kansas City, 
Mo.-Kan., via the Louisiana & Arkansas in connection with the 
Kansas City Southern. 

In I. and S. No. 3607, the Commission has suspended from 
June 3 until January 3, schedules in F. L. Speiden’s I. C. C. No. 
1469, and supplement No. 21 to F. L. Speiden’s I. C. C. No. 
1371. The suspended schedules propose to revise the com- 
modity rate groups applicable on grain products between points 
in the south so as not to apply on corn grits, in inner contain- 
ers, in boxes, less-than-carloads, which would result in the ap- 
plication of higher class rates. 

In I. and S. No. 3603, the Commission suspended from May 
30 until December 30 schedules in Missouri-Illinois I. C. C. No. 
F-141. The suspended schedules propose to cancel the present 
commodity rates on stone, natural, rough quarried blocks, pieces 
or slabs, also stone, broken and crushed, in carloads, from 
Marbleton, Rush Tower and St. Marys, Mo., to Kellogg, Ill. (on 
traffic destined beyond), and to apply in lieu thereof higher 
class rates. The following is illustrative, rates being in cents 
a net ton on stone blocks: 


To Kellogg, Hl., from Marbleton, Mo., present 70, proposed 340; 
tush Tower, Mo., present 70, proposed 340; St. Marys, Mo., present 
70, proposed 230. 


In I. and S. No. 3604, the Commission suspended from 
May 31 until December 31 schedules in supplement No. 5 to 
Missouri-Illinois I. C. C. No. F-134. The suspended schedules 
propose to restrict the application of rates on limestone from 
Mosher, Mo., to destinations in southern Illinois to apply only 
on agricultural limestone, in carloads, which would result in 
higher through or combination rates on ground limestone, in 
carloads. The following is illustrative, rates being in cents a 
net ton on ground limestone, in carloads: 


From Mosher, Mo., to DuQuoin, Ill., present 112, proposed 150; 


Johnston City, Ill., present 126, proposed 191. 


In I. and S. No. 3602 the Commission has suspended from 
June 3 until January 3, 1932, schedules in supplements Nos. 60 
and 61 to F. L. Speiden’s I. C. C. No. 1147. The suspended 
schedules propose to apply the St. Louis basis of proportional or 
reshipping rates from Cairo, Ill., on grain and grain products 
when received at Cairo, Ill., by barge or boat and forwarded 
over rail lines to destinations in Mississippi Valley territory. 

In I. and S. No. 3608, the Commission suspended from June 
5 until January 5, schedules in supplements Nos. 5 and 6 to 
Emerson’s J. C. C. No. 166, and supplement No. 12 to Johanson’s 
I. C. C. No. 2210. The suspended schedules propose to reduce 
the rates on bananas and cocoanuts imported through the Gulf 
ports and Mexican ports of entry when destined to Casper, 
Wyo., and to restrict the proposed rates so as not to include 
terminal charges at the Gulf ports. 

In I. and S. No. 3609, the Commission suspended from June 
4 until January 4, schedules as published in Speiden’s I. C. C. 
No. 1504. The suspended schedules propose to increase the 
rates on clay, in carloads, from southern producing points to 
Cincinnati, O., which were published under purported authority 
of the Commission’s order in Docket No. 22840. 








PETITIONS FOR REHEARING, ETC, 


No. 24392, Federal Foundry Supply Co. vs. B. & O. et al. De- 
fendants ask dismissal of complaint. 

No. 24423, Canton Forge & Axle Co. vs. C. & O. et al. Defendant, 
C. & O., asks dismissal of complaint. 

No. 21993, Midwest Coal Traffic Bureau vs. A. V. I. et al. and 


cases grouped therewith. Defendants ask modification of order dated 
April 1, to permit publication of rates prescribed effective July 1st on 
10 days’ instead of 30 days’ notice. 

Il. & S. 3517, Furnishing cars at variance with shippers’ orders 
(two-for one rules, etc.), from, to and between points in southwestern 
territory. Robert Gaylord, Inc., Texas Corrugated Box Co., Southern 
Container Co. and New Orleans Corrugated Box Co., Inc., protestants, 
ask modification of order. 

No. 22516, Federal Compress & Warehouse Co. et al. vs. C. & E. 
I. et al. The L. & N. has filed a supplement to its petition of May 
12, for reopening, reargument (before entire Commission), reconsidera- 
tion and modification of decision and order of division 2. 
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No. 23407, Wolverine Fruit & Produce Exchange et al, y 
et al. Defendants ask for further hearing. > V8. AL A 

No. 13535 and I. & S. 3130, Consolidated Southwestern Ca 
cases grouped therewith. Indiana State Chamber of Comm Ses, and 
tervener, asks for modification of finding 22 as reported — In- 
page 299. n 173 at 
No. 21218, Leonard, Crosset & Riley, Inc., et al. vs, A Cc 
et al., 1. & S. 3260, Potatoes from Michigan, Minnesota Nort Y. 
kota and Wisconsin to Southern points, and |. & §. 3312 P = 
from Michigan, Minnesota, North Dakota and Wisconsin to a 
points. Defendants in No. 21218 and respondents in I, & Ss eed 
3512 ask postponement of effective date of order to December 3 oy 

No. 24395, Middle Creek R. R. vs. B. & O. et al. Defenda Sal. 
complaint be dismissed. nts ask 

No. 24407, Armour & Co. vs. A. C. & Y. et al. Do &H R 
Corp., one of defendants, asks severance of complaint, diaghe 

No. 21655, Traffic Bureau, Aberdeen Chamber of Commerce et a) 
vs. C. M. St. P. & P. et al. Complainants ask further orders gs hy 
fically and definitely fixing rates on carload shipments of sWeet cloy 4 
seed in territory covered by original and amended complaints “i 

No. 17000, part 4, rate structure investigation, petroleum anq 
products, and No. 18458, general petroleum investigation, ang cases 
embraced therewith. Standard Oil Co. of_ Louisiana, Standard Oil 
Co. of New Jersey, Mexican Petroleum Corporation of Louisiana 
ins Fg American Petroleum Corporation ask reopening and further 
nearing. 

No. 22771, Sub. 1, Falling Spring Lime Co., Inc. vs. Pennsylvania 
et al. Defendants, eastern trunk lines, ask further hearing or argy. 
ment before entire Commission. 

No. 23220, Solar Refining Co. vs. A. T. & S. F. et al, 
asks reconsideration and modification of findings. 

No. 17535, Higginbotham-Bartlett Co., Inc., et al. vs. A. & V. et al 
Complainants ask reopening and further hearing in order to com. 
plete record. 

No. 15037, Southwestern Millers’ League et al. vs. A. T. & SF. 
et al. Complainant, Southwestern Millers’ League, asks for order 
requiring eastern carriers to publish rates found to be reasonable. 

No. 22665, California Pine Box Distributors et al. vs. A. T, & 
S. F. et al. Complainants ask modification, restatement of facts and 
reconsideration of order to extent of finding rates on past shipments 
unreasonable and awarding of reparation on those within statutory 
period under section 1 or section 3 of the act to regulate commerce. 

No. 22980, E. I. Du Pont De Nemours & Co. vs. Maine Central 
et al. Complainant in a third petition asks reopening and rehearing, 
or reconsideration. : 

No. 23644, Corso & Lo Bianco et al. vs. Southern et al. 
ant asks rehearing. , ’ 

No. 23127, Tobacco Merchants’ Association of United States vs, 
A. T. & S. F. et al. Complainants ask reconsideration and reargu- 
ment before Commission. : 

No. 18635, In the matter of application of G. N. for an order re- 
quiring the N. P. to grant the G. N. the use of certain terminal 
facilities at Seattle, Wash. Respondent, Northern Pacific, asks re- 
hearing and reconsideration. 

No. 16504, Burlington Shippers’ Association et al. Defendants ask 
reconsideration and postponement of effective date of Commission's 
order of April 1, 1931. 

No. 22598, Interstate Amiesite Co. vs. A. C. & Y. et al. Defendants 
ask reopening and reconsideration by full Commission on record as 
made, and/or reargument, and postponement of effective date of 
order. 


Complainant 


Complain- 





N. & W. EXCESS INCOME 


Hearing was begun by Examiner Walton in Finance No. 
3865, in re excess income of the Norfolk & Western, on June 1 
on the representations made by the carrier in respect of the 
Commission’s tentative recapture report and order. Actual 
taking of testimony, however, was not begun on that day. In 
stead both the Commission and the carrier made motions. The 
Commission’s bureau of finance moved to require the railroad’s 
protest to the tentative report to be made more definite and 
certain. The carrier moved that the tentative report be with- 
drawn and the proceeding dismissed. It alleged that the ten- 
tative report and order were unlawful and void in every part. 
Among other things the railroad said that ascertainment of 
value and order for the payment of recapture were barred by 
limitation; also that what the Commission had done was not 
according the carrier due process of law. 

The carrier’s motion to dismiss the proceeding Was over 
ruled. Then the railroad asked for a conference between engl 
neer representatives with a view to having the engineers reduce 
the controverted questions of fact to the lowest possible number. 
In that way the amount of testimony would be held to a mill 
mum. Adjournment was taken for a day to enable the engineers 
to confer. a 

In addition to the points already mentioned the carrier, 10 
its motion for dismissal of the proceeding, said that the settled 
rule of law required the Commission to ascertain and report the 
constitutional value of the property of the carrier and that that 
rule of law had been disregarded by the tentative recapture 
report and order. The carrier further alleged that the cost of 
reproduction less depreciation, with working capital, land and 
materials added, was not given the weight required by law 
determining the so-called values ascertained by the Commission 


FINANCE APPLICATIONS 


Finance No. 8859. New York Central Railroad Co. asks ett 
to assume obligation and liability in respect of not exceeding te t0 
000 of equipment trust certificates, bearing 414 per cent, interest, 50 
be sold at competitive bidding, in connection with acquisition 
passenger locomotives and 50 milk cars. ‘ thorits 

Finance No. 8860. Chesapeake & Ohio Railway Co, asks a Mercer 
to acquire line of the Blue Jay Lumber Co., in Raleigh and * 
counties, W. Va., about 16 miles long. authority 

Finance No. 8861. Maine Central Railroad Co. asks author 
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cquire its leased roads, Upper Coos Railroad in New Hampshire, 
tipper Coos Railroad in Vermont, and the Coos Valley Railroad, em- 
acing about 55 miles. On approval of the application the applicant 
clans to dissolve the corporations of the smaller roads. : 

’ Finance No. 8862. Kanawha Central Railway Co. asks authority 
+ issue $90,000 of 6 per cent bearer notes to mature in 20 years, 
Py promissory note for $16,202.23 to the C. & O., and to pledge not 
in excess of $16,000 = a 20-year notes as collateral for the promis- 
; e to the C. & O. 
ence No. 8863. Pennsylvania, Ohio & Detroit Railroad Co. 
asks authority to issue and deliver to the Pennsylvania Railroad Co. 
33,242,000 of first and refunding mortgage 4% per cent gold bonds 
jor indebtedness. Pennsylvania Railroad Co. asks authority to guar- 
antee, aS lessee and guarantor, the issue. 

Finance No. 8864. New York Telephone Co. and Byron Telephone 
co, ask approval of sale of property of latter in Genesee and Orleans 
counties, N. Y., to former, __ ; 

Finance No. 7439. Great Northern Railway Co. asks modification 

f amended certificate for construction of lines in Oregon and Cali- 
jrnia so aS to permit use by applicant of short stretch of track of 
southern Pacific in lieu of construction of part of track. 
Finance No. 8856. Western Maryland Railway Co. asks authority 
to pledge $5,000,000 of first and refunding mortgage gold bonds for 
wemance No. 8857. Seaview Avenue Industrial Railway of The 
stanley Works asks authority to abandon operation of switching line 
in Bridgeport, Conn. New York, New Haven & Hartford Railroad 
(p. is to take over operation. ; 

Finance No. 8858. New York, New Haven & Hartford Railroad 
Co, asks authority to operate the Seaview Avenue Industrial Railway 
of The Stanley Works in Bridgeport, Conn. 

Finance No. 8865. G. A. Austin and Sidney Smith, receivers of 
the Gainesville & Northern Railroad Co., have asked the Commission 
to authorize abandonment of the Gainesville & Northern from New 
Holland Junction to Helen, Ga., 33.56 miles, and trackage over the 
Gainesville Midland from New Holland Junction to Gainesville, Ga. 
The recetvers said they admitted there was public convenience and 
necessity for the line but that with the money available the property 
ould be operated only a short time. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 8798, authorizing the Balti- 
more & Ohio Railroad Company and the Coal & Coke Railway Com- 
pany to abandon part of a branch line of railroad in Kanawha county, 
W. Va., approved. an 

Report and order in F. D. No. 8821, authorizing the Galveston 
Wharf Company to issue not exceeding $424,000 of refunding mort- 
gage 5% per cent gold bonds, series B, to be exchanged and/or sold 
for the purpose of refurtding outstanding bonds maturing July 1, 1932, 
approved. 
ao and order in F. D. No. 8785, authorizing the Atlantic 
Coast Line Railroad Company to procure the authentication and 
delivery of not exceeding $1,734,000 of series A 4% per cent general 
unified mortgage 50-year gold bonds in reimbursement for capital 
expenditures heretofore made, approved. i 

Report and certificate in F. D. No. 8799, authorizing the Atchison, 
Topeka & Santa Fe Railway Company to construct a branch line 
f railroad in Eddy county, N. Mex., approved. 

Report and order in F. D. No. 8832, authorizing Walter N. Todd, 
receiver of the Pittsburgh & Susquehanna Railroad Company, to issue 
not exceeding $20,000 of receiver’s certificates to be sold at not less 
than par and the proceeds used to pay operating and other ex- 
penses, approved. 





ROCK ISLAND SECURITIES 


In a supplemental report in Finance No. 8177, the Commis- 
sion, by division 4, has modified its order of May 15, 1930, 162 
.C. C. 611, so as to permit the Chicago, Rock Island & Pacific 
Railway Company to substitute for capital expenditures sub- 
mitted as a basis for the issue therein authorized of $32,228,000 
of 30-year 444per cent convertible gold bonds, and not exceeding 
$25,782,400 of common capital stock in conversion of said bonds, 
certain other capital expenditures not heretofore capitalized, 
and to use the remaining proceds from the sale of said bonds 
to reimburse its treasury in part for the substituted expenditures. 
The applicant submitted it had made expenditures of $5,138,- 
135.22 from November 1, 1928, to December 31, 1930, which it 
asked to have substituted for the uncapitalized portion of ex- 
penditures proposed in the original application. The reason 
for the substitution was set forth by the Commission as follows: 


The applicant states that because of the general business de- 
Pression it has been unable to proceed as rapidly as expected in 
making the proposed expenditures, that it expects to make the re- 
maining expenditures from time to time as conditions permit, but 
that it desires to make the substitution now proposed in order to 
¢ relieved from the necessity of making the proposed expenditures 
within any particular time. 


SILK RATE DIVISION 


; _ The Supreme Court of the United States has noted probable 
lurisdiction in No. 793, United States of America, Interstate 
Commerce Commission, and Hoboken Manufacturers’ Railroad 
Co., appellants, vs. Baltimore & Ohio Railroad Co. et al., on 
appeal from the federal district court for the district of New 
Jersey, The suit was brought to enjoin, set aside, suspend 
and annul orders of the Commission prescribing for the Ho- 
token an increased division of a joint through rate for the 
‘talsportation of silk from Pacific coast ports to Hoboken, N. J. 
(132 1. ©. ¢. 579; 155 I. C. C. 330.) 


CAR HIRE SETTLEMENT 
; In No. 943, Chicago, Rock Island & Pacific vs. United States, 
. Which the Commission’s car hire settlement rules are in 
‘sue, the Supreme Court of the United States has noted prob- 


able jurisdiction and has advanced the case for argument 
Uctober 5, 
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I. C. C. INTRASTATE ORDERS UPHELD 


Orders of the Commission prescribing intrastate rates on 
chert, clay, sand and gravel in Georgia and on fertilizers and 
fertilizing materials in Alabama were upheld by the Supreme 
Court of the United States June 1 in opinions delivered by 
Justice Brandeis. 

In No. 555, Georgia Public Service Commission et al., ap- 
pellants, vs. United States of America et-al., the court affirmed 
the federal court for the northern district of Georgia, which 
upheld the Commission’s order. In delivering the opinion of 
the court, Justice Brandeis said: 


Rates on chert, clay, sand and gravel within state of Georgia, 
122 I. C. C. 133, was a proceeding under section 13, paragraphs (3) 
and (4), of the interstate commerce act in which the Commission was 
petitioned to determine whether certain intrastate carload rates on 
these products, prescribed by the Georgia Public Service Commis- 
sion, were unduly prejudicial to persons or localities engaged in 
interstate commerce. Several related cases, arising out of com- 
plaints concerning interstate rates on like products between points 
in the southern territory, were heard on the same record and dealt 
with in the same report. Therein, the Interstate Commerce Com- 
mission prescribed certain distance scales as a maximum reasonable 
for interstate single-line and joint-line rates between points in 
Georgia and points in other states; and found that there was no 
transportation reason for the maintenance of a different basis of 
intrastate carload rates for these commodities within the state of 


Georgia. It did not then enter an order in respect to the intra- 
state rates, because it believed “that the Georgia commission will 
cooperate in authorizing such revisions as might be necessary to 


bring their rates into harmony with the interstate adjustment herein 
approved.’”’ 122 I. C. C. 169-170. 

Thereafter the carriers applied to the Georgia Public Service 
Commission for leave to establish the same distance scales for intra- 
state traffic. The state commission refused the application and 
directed them to establish a scale differing from that applicable to 
interstate traffic. With that direction the carriers complied; but 
they petitioned the federal commission to reopen its proceedings 
and to determine whether the prescribed intrastate rates result, and 
will result, in undue prejudice to persons or localities in interstate 
commerce and in unjust discrimination against such commerce. The 
petition to reopen the case was granted; the state authorities were 
again given due notice; and various parties intervened to oppose 
or support the contested intrastate rates. Upon the supplemental 
hearing, the Interstate Commerce Commission found that such preju- 
dice and discrimination had resulted, and will result, from the 
rates prescribed by the Georgia commission; and ordered the car- 
riers to establish intrastate rates ‘‘which shall not be lower, distance 
considered, than the rates contemporaneously applicable’ to the in- 
terstate commerce. 160 I. C. C. 309, 326. 

To enjoin and set aside that order of the Interstate Commerce 
Commission, and to restrain the carriers from establishing intra- 
state rates pursuant thereto, two suits (now consolidated) were 
brought, under the urgent deficiencies act, October 22, 1913, c. 32, 
38 Stat. 208, 219, in the federal court for northern Georgia. The 
plaintiffs are the Public Service Commission and the State High- 
way Board of Georgia; the defendants, the United States and the 
Interstate Commerce Commission. Carriers operating in Georgia 
and shippers intervened as defendants. The cases were heard by 
the District Court on an application for an interlocutory injunction, 
the bills and answers alone being introduced. The injunction was 
denied. Georgia Public Service Commission vs. United States, 39 F. 
(2d) 167. After final hearing on the full record of the proceed- 
ings before the Interstate Commerce Commission, the consolidated 


bill was dismissed. 42 F. (2d) 467. This appeal is from the final 
decree. 
First. Appellants contend that the order of the Interstate Com- 


merce Commission is void, because it was entered without the full 
hearing prescribed by Section 13 (4). The argument is this. Para- 
graph 4 prescribes that ‘‘whenever . the Commission, after full 
hearing, finds’”’ a state rate to be unlawful because it causes undue 
prejudice or unjust discrimination, “it shall prescribe the rate, fare 
or charge, or the maximum or minimum, or maximum and mini- 
mum, thereafter to be charged.’’ Act of February 28, 1920, c. 91, 
section 416, 41 Stat. 456, 484, amending act of February 4, 1887, c. 
104, section 13, 24 Stat. 379, 383. The claim is that there was no “full 
hearing”’ before entry of the challenged order, because the Commis- 
sion limited the supplemental hearing to the question of preju- 
dice and discrimination, and refused to consider anew the question 
of the reasonableness of the interstate scales. It is true that 
when state rates are assailed on the ground that they result in 
undue prejudice to interstate shippers or discriminate against in- 
terstate commerce, the Commission must determine whether the 
existing interstate rates are reasonable, as it may not require intra- 
state rates to be raised above a reasonable level. State Corporation 
Commission of Virginia vs. Aberdeen & Rockfish R. R. Co., 136 
I. C. C. 173, 180. But the reasonableness of the interstate rates 
had already been found when they were established in the earlier 
stage of the proceedings; and at those hearings the Georgia com- 
mission and the highway board were represented. Nearly eighteen 
months had elapsed since the original order, but no evidence was 
offered at the supplemental hearing to show that conditions had 
so changed since the interstate rates were prescribed as to require 
reconsideration of the issue. The appellants’ objection to the pro- 
cedure is unfounded. 


Second. Appellants contend that while the order prescribes a 
minimum and a maximum basis for intrastate rates, the minimum 
basis is so vague and uncertain as to render the entire order void. 
The order requires the carriers to establish intrastate rates ‘‘which 
shall not be lower, distance considered, than those contemporane- 
ously applicable to interstate transportation of the same commodi- 
ties, in straight or mixed carloads, between points in the state of 
Georgia, and from points in other states in southern territory, ex- 
cept Florida, to points in the state of Georgia, not exceeding the 
rates set forth in the appendix to this report and heretofore found 
and prescribed as reasonable in No. 17517 for the interstate trans- 
portation of said commodities in straight or mixed carloads.’’ The 
claim is that this language leaves it doubtful whether the word 
“contemporaneously” refers only to rates in force at the time of the 
effective date of the original order, or also to such rates as may be 
made by the carriers from time to time thereafter, thereby raising 
or lowering future intrastate rates without the full hearing pro- 
vided for by section 13 (4). We think it clear from the terms of the 
order that the interstate rates referred to are those now applicable 
and maintained. Compare Shreveport Case, 234 U. S. 342, 346-347 





















































































PAGE 1378 





(34 S. Ct. Rep. 833); Alabama vs. United States, 279 U. S. 229 (49 
S. Ct. Rep. 266). When the order is read, as must be done, in the 
light of the report, American Express Co. vs. Caldwell, 244 U. S. 
617, 627 (37 S. Ct. Rep. 656), this and other alleged uncertainties 
are removed. . : : 

The order here challenged is state-wide in. operation; and it 
governs a vast multitude of rates. Because of divergent conditions, 
a doubt may well arise in applying the rule prescribed to some par- 
ticular situation. But pessible uncertainty of application in iso- 
lated instances is not a sufficient ground for setting aside in its 
entirety, by judicial process, a carefully drawn order, otherwise 
valid and practicable of operation over a wide territory. The ap- 
propriate remedy under such circumstances is an application to 
the Commission requesting it to suspend the operation of the order 
in so far as it may affect the isolated cases; and, if necessary, to 
enter an independent order —a specifically with them. Ameri- 
can Express Co. vs. Caldwell, 244 U. S. 617, 627 (37 S. Ct. Rep. 656). 
Such specific order, if appropriate for review under the urgent de- 
ficiencies act, could be dealt with by the courts without interfering 
with the operation of the order as a whole or with the flexible ad- 
ministrative processes by which it may from time to time be modified. 
Compare Railroad Commission of Wisconsin vs. Chicago, Burlington 
& Quincy R. R. Co., 257 U. S. 563, 591 (42 S. Ct. Rep. 232); Interstate 
Commerce Commission Rules of Practice, Rule XV (c); and the 
practice in State Corporation Commission of Virginia vs. Aberdeen 
& Rockfish R. R. Co., 136 I. C. C. 173; 161 I. C. C. 273, 286; 165 I. 
% C. 31; 169 I. C. C. 728; Southern Class-Rate Investigation, 100 I. C. 
C, 618; 109 I. C. C. 300; 113 I. C. C. 200; 128 I. C. C. 567; Eastern 
Class-Rate Investigation, 164 I. C. C. 314; 171 I. C. C. 481. It is true 
that the Georgia Public Service Commission petitioned the federal 
commission for an interpretation of the order now challenged. But 
its petition, which occupies fourteen pages of the printed record, 
was in effect a petition for rehearing of the state-wide order. Com- 
pare New England Divisions Case, 261 U. S. 184, 204 (43 S. Ct. Rep. 
270). 

Phira. The appellants contend that the order is void because 
there are no adequate findings of undue disparity between the rates 
charged for intrastate transportation in Georgia and the rates 
actually in force for interstate transportation; and also because 
there was no finding that the intrastate rates imposed an undue 
burden upon the carriers’ interstate revenues or that the alteration 
of the intrastate rates would produce additional revenue. The 
findings in the report are definite and comprehensive. There are 
moreover, illustrative specific findings which confirm the general 
ones and show that in a real sense, and to a substantial degree, un- 
due prejudice and discrimination to interstate shippers and _locali- 
ties have resulted and will result. The requirement of definiteness, 
to which attention was called in Beaumont, Salt Lake & Western 
R. R. Co. vs. United States, 282 U. S. 74, 86 and in Florida vs. United 
States, 282 U. S. 194, 208, is also met. 

Fourth. The appellants contend that the findings are unsup- 
ported by the evidence. When an investigation involves shipments 
from and to many places under varying conditions, typical in- 
stances justify general findings. Railroad Commission of Wiscon- 
sin vs. Chicago, Burlington & Quincy R. R. Co., 257 U.S. 563, 579 
(42 S. Ct. Rep. 232). Compare Beaumont, Salt Lake & Western Ry. 
Co. vs. United States, 282 U. S. 74, 83. While the order relates only 
to a few commodities, the scales of rates are statewide in operation; 
and they apply to shipments between hundreds of points of origin 
and destination. To require specific evidence and separate adjudica- 
tion in respect to each would be tantamount to denying the possi- 
bility of granting relief. Compare New England Divisions Case, 261 
U. S. 184 (43 S. Ct. Rep. 270); Railroad Commission of Wisconsin vs. 
Chicago, Burlington & Quincy R. R. Co., loc. cit. supra. The evi- 
dence was comprehensive in scope. It occupies 556 pages of the 
printed record; and there were besides 337 exhibits. The proof of 
the discrimination against interstate commerce was _ specific and 
typical, and was clearly sufficient to establish the undue prejudice 
to interstate shippers. Compare Nashville, Chattanooga & St. Louis 
Ry. Co. vs. Tennessee, 262 U. S. 318 (43 S. Ct. Rep. 583); United 
States vs. Illinois Central R. R. Co., 263 U. S. 515 (44 S. Ct. Rep. 189). 

Fifth. Appellants contend that the order was an arbitrary 
exercise of the Commission’s limited power over intrastate rates 
and that it constitutes an invasion of the sovereign rights of the 
state. It is urged, among other things, that while the findings re- 
quire intrastate rates no lower, distance considered, than those con- 
temporaneously applicable on interstate traffic, the Commission had 
theretofore consistently held that distance is not the sole controlling 
factor in rates; and also that the Commission’s allowance of higher 
rates for joint-line hauls is inconsistent with uniform scales es- 
tablished by it in other decisions. The argument is, in effect, an 
appeal to this court to review the exercise of administrative dis- 
cretion. It is not our province to enquire into the soundness of 
the Commission’s reasoning, the wisdom of its decisions, or the con- 
sistency of its conclusion with those reached in similar cases. Western 
Paper Makers’ Chemical Co. vs. United States, 271 U. S. 268, 271 
(46 S. Ct. Rep 500). The facts to which our attention is called furnish 
no support for the charge of arbitrariness or of invasion of the 
sovereign rights of the state. Compare Shreveport Case, 234 U. S. 
342, 354 (34 S. Ct. Rep. 833); American Express Co. vs. Caldwell, 
244 U. S. 617, 625 (37 S. Ct. Rep. 656). Affirmed. 


In delivering the opinion in No. 513, State of Alabama et 
al., appellants, vs. United States et al. on appeal from the 
federal court for the northern district of Alabama, Justice 
Brandeis said: 


This suit was brought under the act of June 18, 1910, c. 309, 36 
Stat. 539, as amended by urgent deficiencies act of October 22, 
1913, c. 32, 38 Stat. 208, 219, in the federal court for the northern 
district of Alabama. That state and its Public Service Commission 
seek to set aside the order of the Interstate Commerce Commission 
issued October 3, 1927, and modified on December 22, 1927, by which 
the Atlantic Coast ne Railroad and other steam carriers were 
required to establish and maintain intrastate rates in Alabama 
for fertilizers and fertilizing material not lower, for corresponding 
distances, than the interstate rates theretofore prescribed by the 
Commission. Fertilizers and Fertilizer Materials Between Southern 
Fou, i116 I. C. ©, Sd: ig3 £. C. C. 298; 129 I. C. C. 316. The 
United States and the carriers were made defendants. The Com- 
mission intervened. The decree of the district court denying an 
application for a preliminary injunction was affirmed by us, at 


the October Term, 1928, on the ground that the order was within 
the general powers of the Commission; that it had been made upon 
full enquiry; and that the court was not shown to have abused its 
discretion in denying interlocutory relief. We accordingly remanded 
the case to the lower court for final disposition on the merits, 279 
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U. S. 229 (49 S. Ct. Rep. 266). The case was then hearg on fing 
hearing by three other judges on precisely the same evidence: a 
they dismissed the bill, 42 F. (24) 469. The case is now here ™@ 
direct appeal from the final decree. Te on 
_ The order complained of was entered in an extensive investi 
tion, instituted by the Interstate Commerce Commission on its — 
motion in 1924, into the rates on fertilizers and fertilizer materia 
in the southern territory. With that proceeding there was — 
solidated, among others, a complaint theretofore filed by steam — 
roads operating in Alabama, charging that the state commission 
had entered an order which required them to establish intrastate 
rates on fertilizers and fertilizer material lower than those “4 
mitted or required by the interstate traffic; and that the observance 
by the carriers of the order of the Alabama commission would result 
in unjust discrimination against interstate commerce and in undue 
prejudice to persons and localities in interstate commerce The 
Alabama commission refused to permit the intrastate rates to 
increased to the level which the federal commission found to be 
necessary. to prevent. such discrimination, whereupon the order 
challenged was entered. It is contended that this action was arbj- 
trary; that there was not a full hearing; that the issue determined 
was not the issue pleaded or heard; that there was no finding show- 
ing a competitive relationship of any rates interstate with any rates 
intrastate and no definite finding justifying the regulation of jj 
intrastate rates; that there was no evidence to sustain any such 
findings; and none to sustain the finding and order which pre- 
scribed like rates for joint and single line hauls; and, finally, that 
the rates prescribed intrastate are not in harmony with the ‘inter- 
state rates. 

The findings of the Interstate Commerce Commission are definite: 
they afford a sufficient basis for the order; and they are supported 
by evidence. None of the objections of the appellant is well taken 
The comprehensive investigation of the Interstate Commerce Com- 
mission appears to have been conducted with great care and thor- 
oughness. The Alabama commission, as well as the regulatory bodies 
of five contiguous states, were represented at the hearings and 
took an active part in developing the record. <A report proposed 
by the examiner was served upon their counsel who took excep- 
tions which were considered by the Commission. Some modifica- 
tion was made in the report. All the objections to the order now 
urged were twice presented to, and passed upon by the district 
court, They were, in part, considered by this court on the appeal 
from the decree denying an interlocutory injunction. Nothing could 
_. gy by further discussion. The decree of the district court is 
affirmed. 


ERIE FRUIT DIVISIONS 


The Erie Railroad, in equity No. 60-100, Erie Railroad Co. 
vs. United States and Interstate Commerce Commission, has 
asked the federal court for the southern district of New York 
to enjoin the order of the Commission in what is know as the 
Erie fruit divisions case, 98 I. C. C. 268 and 173 I. C. C. 563. 
Enforcement of the order, the railroad asserts, should be for- 
bidden on three grounds. The first is that the Commission, in 
revising its first report prescribing divisions for the Erie out of 
joint transcontinental rates on fruits and vegetables erroneously 
interpreted the decision of the court in the Brimstone case, in 
which the court said the Commission had not the power to make 
retroactive division of rates unless it had prescribed them. The 
second ground was that the report and order in the case before 
the Commission were not in accord with the evidence in Ex 
Parte 74, 58 I. C. C. 220, and in Reduced Rates, 1922, 68 I. C. C. 
676. The third was that the order would deprive the Erie of 
its property without due process of law. 

The suit was brought on account of the revision, by the 
Commission, of its report in the divisions case to bring it into 
harmony with its understanding of the court’s decision in the 
Brimstone case. The Erie thinks it is entitled to a retroactive 
division of the proceeds of joint rates and seeks to have the 
later or revised report and order in that case annulled and set 
aside by injunctive process. (See Traffic World, May 2, p. 1075.) 


PENNSYLVANIA CLAYTON CASE 


The Pennsylvania Railroad Company and the Pennsylvania 
Company, in No. 4638, Pennsylvania Railroad Company et al. vs. 
Interstate Commerce Commission, have asked the federal Cir- 
cuit Court of Appeals for the third circuit at Philadelphia to 
annul and set aside the Commission’s order in No. 22260, Inter- 
state Commerce Commission vs. Pettisylvania et al., requiring 
the two Pennsylvania companies to @ivest themselves of the 
stock of the Lehigh Valley and the Wabash. The Commission 
ordered divestment on the ground that acquisition of the stock 
without its permission was a violation of the Clayton anti-trust 
act. 

The railroad company in its petition denied that in the Pe 
riod from April 25, 1928, to June 26, 1928, it indirectly acquired 
a large part of the capital stock of the Lehigh Valley. It said 
that upon information and belief it admitted that in the period 
referred to the Pennsylvania Company purchased 365,039 shares 
of Lehigh Valley stock and that that purchase was made without 
the approval or authorization of the Commission, since no such 
approval was required by the provisions of the interstate com: 
merce act. The company denied that that purchase was in vic 
lation of section 7 of the Clayton act. It denied that the stock 
was acquired by it directly or indirectly. It denied that the 
Pennsylvania Company was engaged in the business of dealiné 
in the securities of common carriers by railroad as alleged by 
the Commission. It averred, on the contrary, that at all times 
the Pennsylvania Company was engaged in the business of 
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investment, and was, as alleged in the complaint, an investment 
company. ; ke 

“This defendant is uncertain,” says the petition, ‘as to the 
jgnificance attached by the complainant to the designation 
subsidiary holding * * * of said the Pennsylvania Railroad 
company and therefore denies this averment. It admits, how- 
ever, that the entire authorized and outstanding capital stock 
of said Pennsylvania Company is now owned and held, and at 
all times hereinafter mentioned was owned and held by it, the 
said Pennsylvania Railroad Company, that the officers of the 
said Pennsylvania Company are also officers of said the Penn- 
gylvania Railroad Company and that the majority of the direc- 
tors of the said Pennsylvania Company are also directors of 
said the Pennsylvania Railroad Company.” 


HOCH-SMITH GRAIN LITIGATION 


In a reply to the brief of the Commission in No. 10482, 
Terminal Grain Co. et al. vs. United States et al., pending in 
the federal court in Chicago, the grain company and other peti- 
tioners devote themselves to upholding the right of shippers 
to appeal from affirmative orders of the Commission which 
subject them to legal injury, actual or threatened. They point 
out that none of the cases cited by the Commission denies to 
shippers the right to go to court for a setting aside of an affirm- 
ative order subjecting a shipper to legal injury. 

“Shippers have always had the right of appeal from affirm- 
ative orders of the Commission which subject them to legal 
injury, actual or threatened,” says the reply brief. “There is 
no holding to the contrary in the cases cited by the Commis- 
sion.” 

The brief discusses Interstate Commerce Commission vs. 
Harry J. Diffenbaugh and F. H. Peavy & Co., 222 U.S. 42 (32 S. Ct. 
Rep. 22), Baltimore & Ohio vs. U.S., 264 U.S. 258 (44 S. Ct. Rep. 
317), Edward Hines Tustees vs. U. S., 263 U. S. 143 (44 S. Ct. 
Rep. 72), and Alexander Sprunt & Sons vs. U. S., 281 U. S. 249 
60 S. Ct. Rep. 315), in their bearing on the question whether 
the shipper has or has not the right to go to court asking that 
one of the Commission’s affirmative orders be enjoined. The 
discussion is for the purpose of showing that in B. & O. vs. 
U.S. supra, and in Skinner & Eddy Corporation vs. U. &., 
49 U. S. 557 (39 S. Ct. Rep. 375), the court affirmatively says 
that the plaintiffs have a right to attack an affirmative order 
when they were parties to the proceeding before the Commis- 
sion, as the plaintiffs in this case were, for otherwise, in some 
cases, there would be no redress for the injury inflicted by 
an illegal order. 

The brief alleges that were it not for the Commission’s 
order the carriers would continue the present rates in effect 
and the injury complained of by the plaintiffs was solely due 
t0 the Commission’s order. It asserts that the fourth ground 
of the complaint by the parties to this case is incorrectly stated. 

“We do not allege that the order deprives us of any com- 
petitive advantage now existing,” says the brief. “We allege 
that it destroys a lawful relationship of long standing and gives 
an arbitrary and unlawful competitive advantage to Kansas City 
and other markets named in our Dill. . . Our verified bill 
and supporting affidavit, which for present purposes must be 
accepted as true, show that plaintiffs will be subjected to legal 
injury by the order of the Commission. The carriers have not 
published and filed the rates therein prescribed and they are 
prosecuting a separate case to have the Commission’s order 
annulled and set aside.” 

In its report the Commission suggested that if there was 
anything wrong with the rates ordered by it, they would be 
Promptly righted on petition of interested parties. The reply 
brief says that a proceeding to right such wrong rates would 
take at least two years, in which time much business, built up 
through extensive advertising, would be lost and probably never 
regained, even with a restoration of the present adjustment. 

“The only possible relief for petitioners,” continues the 
brief, “is through the issuance of an injunction which will pre- 
vent the discriminatory adjustment going into effect. Two 
years after the horse has been stolen, it will be too late to 
lock the stable.” 





EXPORT COAL RATES 


Arthur Hale, chairman of the Coal Exporters’ Association of 
the United States, in a bulletin to:members, has directed atten- 
ion to the fact that the monthly coal market summary of the 
Department of Commerce shows that the two districts which 
lost most tonnage in April were the Pocahontas and northern 

est Virginia. 

“These are the two districts which originate the bulk of 
our exports of coal overseas and it would seem this would be 
4800d time for the shippers in those districts again to ask their 
tailroads to consider the desirability of doing something for 
export coal,” said he 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken frem Reperters and Digests ef Matienal Reporter System, 
published by West Publishing Con Bt. yh Copyright, 


1931, by West Publishing 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of Arkansas.) Consignor to whom bill of 
lading was issued could, under agreement, sue carrier for entire 
damage resulting from carrier’s negligence and breach of con- 
tract, notwithstanding consignee had paid consignor one-half of 
loss.—American Ry. Express Co. vs. Cole, 37 S. W. Rep. (2d) 699. 

Witnesses could testify that damage to shipment of straw- 
berries was caused by poor refrigeration, though they lacked 
technical knowledge of refrigeration.—Ibid. 

Conflicting evidence on cause of deterioration of strawberry 
shipment made it jury question.—Ibid. 

Instruction that carrier was liable as insurer for damages 
to strawberry shipment held erroneous and not cured by con- 
flicting instructions.—Ibid. 

Measure of damages for deterioration of strawberry ship- 
ment was difference between contract price and market price 
when sold in deteriorated condition.—Ibid. 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reperters and Digests of National System, 
published by West Publishing Co., St. Paul, Minn. jm ae 
1931, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Circuit Court of Appeals, Eighth Circuit.) It is incumbent 
upon plaintiff to plead and prove all essential elements of cause 
of action.—Louisville & N. R. Co. vs. Hussey-Hobbs Tie Co., 
47 Fed. Rep. (2d) 1061. 

In suit against railroad to recover freight charges erron- 
ously exacted, admitting tariff classification without evidence 
showing such tariff was applicable to shipments in question held 
error.—Ibid. 





(Circuit Court of Appeals, Fifth Circuit.) Railway com- 
pany’s action against shippers for local inbound charges errone- 
ously refunded held governed by federal three-year statute of 
limitations (49 USCA, sec. 16 (3); Rev. St. Tex. 1925, art. 5526). 
—Vicksburg, S. & P. Ry. Co. vs. Paup, 47 Fed. (2d) 1069. 





(Niagara County Court.) Consignee having paid freight, 
subsequent buyer from consignee was not liable for freight 
charges subsequently found due because of error in original 
charges.—Erie R. Co. vs. McDonald, 249 N. Y. S. 323. 

Evidence established that person paying freight was agent 
of buyer from consignee, not of consignee; hence buyer was 
liable for additional freight charges because of error in original 
charges.—Ibid. 

(Supreme Court of Missouri, Division No. 2.) Independent 
motor carrier holding permit over established route is entitled 
to same consideration as any other public utility in determining 
whether certificate to operate competing busses over highways 
should issue (Rev. St. 1929, secs. 5264-5281).—State vs. State 
Public Service Commission, 37 S. W. Rep. (2d) 576. 

Order of Public Service Commission refusing certificate of 
convenience and necessity must be affirmed on review, if neither 
unlawful nor unreasonable.—Rev. St. 1929, secs. 52645281).— 
Ibid. 

Order of Public Service Commission refusing transportation 
company, subsidiary of railroad proposing to abandon certain 
train service and substitute bus service, certificate of conven- 
ience and necessity to operate busses, held not unreasonable 
or unlawful (Rev. St. 1929, sec. 5267). 

Granting the application would have resulted in increased 
competition with established motorbus service which the busi- 
ness and public necessity did not justify, and would inevitably 
have proved detrimental to, and probably destructive of, the 
established motor carrier agencies, to the ultimate detriment 
of the public convenience and interests.—Ibid. 

Carriers’ application to Public Service Commission to dis- 
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continue trains could not be considered apart from subsidiary’s 
application for certificate to operate busses, where expressly 
made contingent on granting thereof (Rev. St. 1929, secs. 5264- 
5281). 

a the hearing before the Public Service Commission, the 
carrier expressly made its application for permission to dis- 
continue trains contingent on the granting of its subsidiary’s 
application for a certificate to operate busses, stating that, if 
the latter were not granted, its application to withdraw the 
trains would be withdrawn as to the particular hearing.—Ibid. 


C. N.S. & M. SECURITIES 


The most “pernicious” aspect of the government’s case 
against the Chicago North Shore and Milwaukee, testimony in 
which was heard in the Federal District Court at Chicago this 
week and last week (see Traffic World, May 30, p. 1315) is that 
more than 300 million dollars of securities issued by electric 
lines since March, 1920, are jeopardized by the outcome, accord- 
ing to counsel for the defendant. 

Testimony in the case was completed before Judge Wood- 
ward, June 3, and the case taken under advisement, brief dates 
being set. The government brief is due July 15 and the reply 
brief of the North Shore September 1. . 

More than 300 million dollars worth of securities have been 
issued by electric interurban lines similar to the North Shore 
since the transportation act became effective, it was stated by 
witnesses for the defendants, without approval of those securi- 
ties by the Commission. Since section 20a of the act provides 
that securities issued by railroads subject to the securities pro- 
visions of the act, without approval of the Commission, are 
void, the entire investment represented by those securities is 
endangered, it was argued. 

In concluding its case, the electric line placed witnesses on 
the stand to describe the operation and general traffic arrange- 
ments of other lines commonly referred to as electric interur- 
ban lines, for the purpose of supporting its contention that it 
was situated, with respect to the law, identically as were these 
other lines. It was shown that so-called interurban electric 
lines have participated widely in freight traffic in connection 
with steam railroads, both prior to and since 1920, and that re- 
ports covering such matters were currently made to the Com- 
mission. It was argued from that that Congress knew, at the 
time the transportation act was passed, the situation, and that 
its wording of the exception in the securities provision was 
specifically intended to exempt such lines as the North Shore 
from that provision. 

The fact of competition between the North Shore and steam 
roads serving the same territory was held to be of no signifi- 
cance. It was brought out through witnesses that the North 
Shore was in competition with bus and truck lines, as well as 
lake lines, on business between Chicago and Milwaukee. As a 
part of its case, the government had placed Henry Beyers, of 
the North Western, on the stand. He testified to intense com- 
petition between his line and the electric line. 

The government has “silently acquiesced for 11 years” in 
issuance of securities by electric lines without approval by the 
Commission, said defense counsel. If it should now win this 
“test” case, invalidating more than 250 million dollars worth of 
securities of other electric lines, as well as the 46 million issued 
by the North Shore, since the transportation act was passed, it 
would endanger the entire industry, it was argued. 


P. & N. CONSTRUCTION CASE 


The Commission has been advised that Judge Lyles Glenn, 
in No. E-253, Interstate Commerce Commission vs. Piedmont & 
Northern Railway Co., in the western district of South Carolina, 
has enjoined the construction work begun by the defendant, to 
connect separate parts of its railroads, without authority from 
the Commission. The Commission began the suit against the 
Piedmont & Northern on the ground that it had not complied 
with the requirement of section i, paragraphs 18 to 21, that a 
railroad must have a certificate of convenience and necessity 
before beginning construction. 

Construction was begun by the Piedmont & Northern, after 
notice to the Commission, so that the regulating body might 
begin the suit if it desired, after the Supreme Court of the 
United States had disposed of prior litigation on the ground that 
the order attacked was a negative one. 

Judge Glenn in disposing of the Commission’s petition for 
an injunction forbidding the Piedmont & Northern to continue 
construction of its extension between Gastonia and Spartanburg, 
held that the Piedmont & Northern was subject to the jurisdic- 
tion of the Commission and that the carrier might not make an 
extension of its line without first obtaining a certificate of con- 
venience and necessity from the regulating body. 

This bill in equity said Judge Glenn, presented in a new 
form a controversy which had already been before the courts. 
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He said that it involved one major question although t} 


, ca ad ; le r 
of investigation and consequent testimony was very wide "= 


said that the question might be summed up in a few word 
namely, did the Interstate Commerce Commission have Jurleaie 
tion over this particular railroad for the purpose of grantin A 
refusing certificates for proposed extensions of lines? The > fed 
tion, he said, might be stated another way, namely, diq this 
railroad come within the special exemptions which paragraph 99 
of section 1 made from the general powers over abandonments 
and extensions, relating tp interurban electric railroads. ' 

Judge Glenn considered as to whether the railroad was an 
interurban electric within the meaning of the words used in the 
exemptions as the major question in the case. 


“We come to the conclusion,” says he, “that the defendant 
is such a railroad as to fall without the meaning of paragraph 
22 of section 1 of the transportation act. The whole problem 
may be summed in a few words. Manifestly if we construe the 
terms of paragraph 22 in a literal, dictionary and etymological 
sense of the words used, the Piedmont & Northern would fal! 
within such a meaning of the words as used . . . The Piedmont 
& Northern is an interurban railway in the sense that it runs 
between cities. It is certainly an electric railway in that its 
equipment and trains are motivated by electric power. We 
finally conclude that while it is closely tied up by existing traffic 
agreements, some of them highly preferential, yet its independ. 
ence of control and operation is such as to keep us from saying 
that it is operated as a part of any general steam railroad sys- 
tem of transportation. 


“But if we allow such a literal construction to control us 
we cannot help but feel that we would be flying directly in the 
face of the remedial purpose of the entire transportation act. 
We feel, further, that to do so would be to disregard the rule 
of construction of this particular statute which has been laid 
down for us by the United States Supreme Court. Further than 
that, the help which we have been able to get from the reports 
of committees and debates in Congress when the transportation 
act was being considered, clearly indicates that Congress never 
intended to deprive the Commission of jurisdiction over exten- 
sions by a major interstate carrier of such importance as the 
Piedmant & Northern is shown to be.” 


The judge says that he thought a more accurate statement 
of the question was whether the Piedmont & Northern, although 
literally an interurban electric railway not operated as a general 
steam railroad system, possessed so many of the characteristics 
and functions of a great interstate carrier as to negative any 
conclusion that Congress ever intended to exempt a railroad of 
its type and magnitude from regulation by the Interstate Com- 
merce Commission with respect to control over abandonments 
and extensions. 


After reviewing the cases in the courts showing the wide 
scope of the transportation act, Judge Glenn went to the legis- 
lative history of the words “interurban electric railway” and 
came to the conclusion that the exempting paragraph was 
framed at the instigation of state commissions so as to pre 
serve to regulation by them of purely local matters and not the 
affairs of such railroads as the Piedmont & Northern which the 
judge pointed out was an important link, both actual and pros- 
pective, in north and south transportation. 


As to whether the extensions of the Piedmont & Northern 
had been undertaken before the transportation act became 
effective within the meaning of the word undertake as used in 
the statute, the judge pointed out that the late James B. Duke 
had not acceeded to the representations of the other directors 
of the Piedmont & Northern that its rails should be extended. 


“The testimony and written exhibits, in our opinion,” says 
the judge, ‘fully justify the conclusion that from 1914 until 1920, 
Mr. Duke never had any well formed intention of beginning 
actual construction on either the Spartanburg-Gastonia link or 
the Charlotte-Winston-Salem extension. Mr. Duke died in 1925, 
and the fact that no actual construction was entered upon until 
after his death corroborates the view that his dominating I 
fluence was never exerted in behalf of definite extension before 
the year 1920.” 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period May 
15-22, inclusive, was 623,658, as compared with 608,671 cars the 
preceding period, according to the car service division of the 
American Railway Association. It was made up as follows: 


Box, 255,840; ventilated box, 2,432; auto and furniture, _ 41,169; 
total box, 299,437; flat, 20,648; gondola, '135,065; hopper, 118,525; tott 
coal, 253,590; coke, 725; S. D. stock, 26,246; refrigerator, 16,242; tan®, 
636; miscellaneous, 1,852. 


Canadian roads reported a surplus of 34,675 cars, made 4 
of 31,000 box, 750 auto and furniture, 100 flat, 175 gondola, 59 
S. D. stock, 1,500 refrigerator cars, and 400 miscellaneous cars. 
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Distribution of the Future 


Changing Times and Introduction of the Truck into the Transportation Picture Involve a New 
Conception of Warehousing, as of Other Distribution Agencies—Warehouse at Decatur, 
Ill., Illustration of “New Order’—By Means of Arrangements with Estab- 


lished Trucking Lines, Over-Night Delivery Is Provided for 
Manufacturer Using the Warehouse in Wide Territory 


By HoMER H. SHANNON 


MAJOR transportation revolution inevitably 
A involves many correlated changes in distribution 
processes and the wider structure of business. 
(ne of these has to do with the change that has come 
about in the warehouse industry. Warehousing is no 
longer just warehousing. It is that and a number of 
other things. The industry has, in recent years, been 
facing the most acute transitional problems it has known 
since it was first clearly divorced from transportation, 
about the middle of the eighties. 

Briefly, the 
changes the indus- 
try has been under- 
going are a result 
of a tightening up 
in distribution pro- 
cesses and of in- 
creased specializa- 
tion. Stocks of 
individual manu- 
facturers at par- 
ticular points have 
fallen off in size, 
bit the number of 
manufacturers use- 
ing warehouses has 
increased. Prob- 
ably the individual 
manufacturer is 
spreading his own 
stocks over a larger 
number of ware- 
houses, obtaining in 
that way economies 
that result from 
finer spun adminis- 
tration of transpor- 
tation policy. By 
shipping to a larger 
number of points in 
carload quantity, 
the volume and extent of less-carload shipments is de- 
creased and the modern demand for quick service is met. 

Warehousing, it has been stated, was first recognized 
a an organized, highly specialized industry, distinct 
from the general function of transportation, only in the 
last two decades of the last century. Present trends 
at least suggest that that separateness from transporta- 
tion will not be a part of the future arrangement. The 
‘ommon carrier truck has caused warehouse operators 
‘0 abandon traditional ways of doing business, just as 
it has the railroads. 

A specific case of what is taking place is offered by 
Parke Warehouses, at Decatur, Ill. Located in a city of 
11,000 people, in the heart of the state, where it has been 
for over forty years, and with an important consuming 
lerritory adjacent that can be served from there at a 
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FREIGHT LINES 


A marriage between the truck line and the warehouse is thought by many to 
otter a solution for troublesome problems of both. Parke Warehouses are served 
by three over-the-highway carriers givin 

central Illinois. 


lower cost for rail transportation than would be possible 
from either Chicago or St. Louis, the advantages of over- 
the-highway trucking have been added to its services, in 
response to modern merchandising demands. 


Complete Distribution Demanded 


“We have been selling warehousing for over forty 
years,” said G. J. Parke, head of the concern. “Increas- 
ingly, we have found the manufacturer and distributor 
demanding store-door delivery. Modern warehousing 
involves a complete 
distribution service 
from the rail car- 
door to the cus- 
tomer’s store door, 
with a single re- 
sponsibility from 
the time the ecar- 
load shipment is 
received at the stor- 
age point, or the 
point at which it is 
to be broken up 
into smaller lots. 
What we have done 
here is in direct 
response to the de- 
mands of present 
day business. I 
want to emphasize, 
however, that, 
though we are giv- 
ing our customers 
the benefit of truck 
distribution to the 
surrounding terri- 
tory, and store-door 
delivery, we are 
still in the ware- 
house business and 
not some other 
business. We have simply made a tieup between our 
warehouse and truck services already in the field in order 
to complete the distribution service we have to offer.” 

The demand for store-door delivery, as a part of a 
warehousing service, he indicated, has been in existence 
for a number of years. The railroads do not supply it, 
though there is considerable evidence that they are com- 
ing to it in one form or another. In the meantime, the 
truck gives the answer and, in addition, makes it pos- 
sible for the manufacturer to “get out to the customer” 
in a sense that has not been possible before. 
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over-night service to 300 towns in 


Trucks vs. or Plus Warehouse 


The motor freight line, it has been said, is the major 
problem of warehousing today. But, in reply to that, 
a warehouse operator writes that “successful warehous- 
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ing of the future is inseparably linked with motor systems.” 
The motor freight line makes it possible for the warehouse 
operator to give a complete distribution service under a single 
responsibility; it brings him closer to his territory; extends the 
range of over-night delivery from the warehouse and builds 
business in a number of ways. 

On the other hand, from the side of the motor line operator, 
the warehouse may serve as a terminal, feeding the line and 
providing the balanced movement of freight in all directions 
essential to successful operation. 

“It is obvious that one-way freights are so costly as to be 
prohibitive, that terminal facilities are essential to the return 
shipment, and that these terminal facilities should be fed from 
all directions,” said one writer in discussing the advantage of a 
“hook-up” between the warehouse and common carrier truck- 
ing lines. 

In some cases truck lines have been started by warehouses. 
In the Allied Van Lines, the National Furniture Warehousemen’s 
Association has created the first nation-wide trucking system. 
Coordination of existing truck services with the warehouse was 
thought by the Parke organization to be the logical arrangement 
in the territory it serves. In that way, divided interest on the 
part of the warehouse operator is avoided and the full advantage 
of trucking services provided by going concerns are available. 
The truck lines were already in the field and the problem, as 
Mr. Parke explained it, was simply one of more intensive use of 
existing facilities to meet modern distribution demands. 

To that end, within the last sixty to ninety days, the com- 
pany has made arrangements with three trucking organizations 
having daily scheduled services to the territory served by the 
warehouse. Under those arrangements, it is possible for the 
warehouse to give over-night delivery to more than 300 towns in 
central Illinois. A significant fact in that connection is that not 
more than a third—or slightly better than that—of the three 
hundred towns, according to Mr. Parke, could be reached over- 
night by rail service. The over-night rail service, generally 
speaking, he said, does not extend beyond rail junction points. 
But, perhaps, even more important is the gift of store-door 
delivery to the manufacturer using the warehouse facilities. 

Before the trucking service was made available, warehous- 
ing handling charges!necessarily included a charge for carting 
shipments to local rail terminals and the consignee had to make 
his own arrangements for picking up the shipment at the freight 
house at the terminal end, it was pointed out. Now all that is 
involved is loading of the shipment on the truck at the ware- 
house and its prompt delivery at the customer’s door. The truck 
service is performed at rail less-carload rates, so that a real 
saving in handling charges. is provided, in addition to the 
greater flexibility of the joint truck and rail service. 


Warehouse Responsibility Extended 


The responsibility of the warehouse from the time of the 
arrival of goods, in carload, on its rail siding to its final delivery 
by the truck at the customer door was emphasized by Mr. Parke. 
He was just as anxious to have that understood as the fact that 
the company was still a warehouse company—though a ware- 
house company under a new order, perhaps, as he pictured it. 
Claims for damage that occurs in the time between the ship- 
ment leaves the rail car and is delivered to the retailer are 
handled by the warehouse, with the latter assuming complete 
responsibility for the joint storage and transportation service. 
In Mr. Parke’s opinion, that is an important point in the new 
arrangement, as it substantially simplifies the problem of distri- 
bution from the viewpoint of the manufacturer. 

In addition to increased service provided for the manufac- 
turer keeping so-called spot stocks in the warehouse, the 
“hookup” with the trucking lines affords disposition of pool car 
shipments by truck, a type of service becoming increasingly 
prominent in the transportation arrangements of large shippers. 
The warehouse provides the necessary terminal and facilities 
for handling the pool car, with trucks fanning the shipments 
out over less-carload territory. 

Operation of a successful warehouse business involves two 
essential factors, Mr. Parke explained. “The first thing to be 
considered,” he said, “is location. Located as we are, in the 
heart of Illinois, we have a wide territory which we can serve 
at less rail cost than either St. Louis or Chicago. Five railroads 
have lines out of Decatur in eleven directions, giving us an ideal 
position from the rail transportation standpoint. That location 
means not only a cheaper total rail cost in distributing to our 
territory, but it means that we can place goods in the hands of 
the retailer much more quickly, in our logical territory, than 
could the manufacturer using either of the two larger centers 
as a point of operation. 

“Physical facilities are the second essential to warehouse 
operation. That means more than a place to store goods—fire- 
proof, with sprinkler service and all the rest of it. The railroad 
and the truck lines are the physical facilities of distribution 
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from our warehouse. Manufacturers have been demanding stor 
door delivery. We've got it. We can give that kind of gery; e 
or the standard rail service, whichever is desired. ” 

“The import of both of these ‘essentials’ is ability to gery 
quickly. Low cost in transportation is receiving increaseq in 
tention from business generally, but that ability to place zoods 
where they are wannted when they are wanted is probably even 
more important. Business has become as fluid as water with 
the truck as one of the important agencies of that.” 


A Changing World 


He illustrated his point by a brief recital of changes that 
have taken place in the methods of buying and distribution in 
the time Parke Warehouses has been in existence. Those 
changes represent a continual evolution, he held, with transpor- 
tation and distribution becoming continuously more fine-spun 
and complex: The truck, he pointed out, is generally referred 
to as giving flexibility to transportation. As another has phrased 
it, it has done for freight what the pleasure car has done for 
travel. That ‘flexibility’ is simply one way of expressing the 
growing complexity presented by transportation and distribution 
evolution. It is a thing superimposed on rail transportation, tak. 
ing over part of the old job and supplementing it in part. 

A corollary of the hand-to-mouth practice of buying and of 
other distribution changes of recent years, he held, was that 
warehousing must be decentralized. The distributor who for. 
merly used a few large centers in which to maintain his stocks 
must look to cost and the time element and place his goods 
where both are at a minimum in meeting customers’ demands, 
“They must modernize,” he declared, “which always involves 
abandonment of old ways of doing things. A company that has 
built up its distribution organization in a few widely separated 
large centers over a period of fifty years naturally dislikes to 
tear out a piece of that organization and place it some place 
else, but unless that is done the entire organization will be 
broken up.” 

That “the manufacturer must get out to the consumer,” was 
the way he summed up his view as to what was taking place in 
general distribution. In providing a complete distribution servy- 
ice, such as had been made possible by the company’s arrange- 
ments with the trucking lines—added, of course, to the stan- 
dard “setup” already in existence—with the warehouse responsi- 
bility extending from car door to store door, both from the 
handling and claims point of view, he held that his company 
had simply given expression to evolutionary forces in the very 
texture of business. The service provided is that demanded by 
the large shippers of the country, he insisted, and must be fol- 
lowed by large and small. 

It will, if his remarks were properly interpreted, ultimately 
result in a distribution of ‘‘setup,’”’ the major features of which 
will be a large number of points strategically situated as to pop- 
ulation, with a carload service by rail from manufacturers to 
such points and trucks performing the large part of the final 
less-carload service from the central distribution points. 


MOTOR TRANSPORT COORDINATION 


The American Electric Railway Association, in its brief in 
No. 23400, coordination of motor transportation, says that motor 
vehicle carriers for hire should, in addition to such operating 
costs as will provide efficient, adequate and reliable service, 
pay all incidental and indirect operating charges required in 
the public interest, the same gasoline and property taxes and 
fees for license plates as are paid by all other highway carriers 
and in addition should pay: 





(a) Any excess of road construction costs due solely on account 
of use by heavy vehicles. 

(b) Any excess of road maintenance charges due solely on account 
of the use of heavy vehifles. 

(c) Any governmental expense incurred solely on account of such 
carriérs. ; 

(d) All costs caused by protecting customers and _ the public 
against injuries and property damage on account of their operation. 

(e) A reasonable return on invested capital. 


“If the charges that should be made as suggested hereil 
are warranted by a sound economic consideration of this sub- 
ject,” says the association, “it may be stated as a fact that the 
present-day conditions under which ¢éarriers for hire are operat- 
ing over the public highways are uneconomic, unsound and 
destructive of the public interest, because in none of the states 
of the union are all of these economic factors taken into con 
sideration. 

“Another way of putting it would be that present-day operat: 
ing costs of carriers for hire on the public highways do not 
reflect a correct economic condition; that such operating costs 
are below and probably quite coniderably below, what they 
rightfully should be if the basic economic conditions that ousht 
to govern carriers for hire are taken into consideration, 40 
this uneconomic condition obviously results in rates that are 
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pelow, and probably considerably below, rates that would be fair 
and reasonable if all the operating costs were met out of earn- 
ings as they should be. 

‘It will be immediately said that this condition inures tc 
the public in reduced rates. The trouble with that statement is, 
nowever, that all of the public is contributing toward reduced 
rates for a few travelers and shippers, and the public in general 
jg not interested in paying the way for private shippers or 
travelers. The shippers or travelers should be required to pay 
their own Way in such rates as will be fairly commensurate with 
the service obtained, taking all economic elements into consid- 
eration.” 

The association said the primary interest that the electric 
nil carriers had in the matter was to obtain a fair regulatory 
measure in all states and the nation under which highway 
transportation would assume and occupy its proper economic 
yosition in the transportation field. 

The Southern Pacific Company and its system lines in their 
brief present the principal recommendations made by their 
witnesses, C. R. Harding and W. A. Worthington, at the San 
Francisco hearing. In conclusion the brief says: 


The existing railway situation has been rendered more critical 
ty diversion of railway traffic to the highways; and the conditions 
justify as early action by the Commission as may be possible to 
assist in giving the railways equality of opportunity to fairly compete 
with highway carriers, especially with respect to interstate traffic 
where the rail carriers must operate under restrictions as to which 
unregulated highway carriers are entirely free. 


The Southern Pacific’s recommendations included the pro- 
posal that section 1 of the interstate commerce act be amended 
30 as to provide that the term “express company” shall include 
ayy common carrier of property using the lines, services or 
facilities of any other carrier subject to the act for the whole 
op some part of its transportation service, or incorporated for 
the purpose of conducting such transportation service, and 
express companies may provide in their tariffs for the store-door, 
jick up and delivery of freight in the territory served by the 
common carriers over which they may operate; but no express 
company engaged in such service shall extend its service beyond 
the territory to be specified in its tariffs or beyond reasonable 
ines to be specified in its tariffs, without a certificate of public 
convenience and necessity. 


Automobile Chamber of Commerce 


The National Automobile Chamber of Commerce, in its brief 
in No. 23400, coordination of motor transportation, does not 
oppose regulation of passenger carriers by motor vehicle, but 
toes Oppose regulation of motor truck operations. 

“In the last analysis,” says the association, “truck regula- 
tion is demanded as a help to railroad revenues. That it will 
roduce any substantial result of this kind is very question- 
able, as will shortly be made to appear. It may here be said, 
lowever, that the decline in railroad revenues of which so much 
$s made, has in many notable instances occurred in territory 
i which state regulation has for some time been upon the 
slatute books.” 

Reference is made to the fact that the automotive industry 

aid the use of automobiles produces a large volume of traffic 
‘or the railroads, while “it is a circumstance of great impor- 
lance that the decline in railroad movement which can be 
raced to the motor vehicle is very largely in respect of less- 
lan-carload freight.” 
_ Any effective regulation of the truck will be unconstitu- 
lonal, according to the association, which asserts that it is 
‘ltended that the proposed regulation, to be effective, must 
tach the private carrier. It asserts it is clear that the shipper 
tho owns his own truck and uses it in his own business cannot 
ve made the subject of regulation, and that it is almost equally 
Cear that the contract carrier who does not hold himself out 
serve the public in general but who operates exclusively on 
‘pecial contract With an individual shipper or group of shippers 
‘not be brought within the limits of congressional power. 
P If constitutional, it is further argued, the proposed regula- 
“his impracticable, the association contending that any prac- 
“al analysis of the situation arising under such a regulatory 
4W leads inescapably to the conclusion that the result would 
* a utter lack of enforceability. It is also contended that truck 
“*gulation would be disadvantageous to the railroads in that rail 
‘ of the motor vehicle would be restricted. 


New York Views 


, The Merchants’ Association of New York and the Shippers’ 
“onference of Greater New York favor amendment of the law 
a8 to provide that a rail line or water line may file rates to 
wnP transportation in connection with a highway motor line, 
aa Tates to be subject to the same regulation that now governs 
the filing and publication of rates by carriers at present subject 
w - Interstate commerce act, and when such motor lines join 

‘1 rail or water common carriers in the making of joint 
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through rates those motor lines should be required to comply 
with all the proper provisions of the interstate commerce act so 
far-as that joint transportation is concerned. 

“Motor lines filing rates in connection with other common 
carriers should, however, be left entirely free, so far as strictly 
highway transportation is concerned when not in connection 
with common carriers now subject to the act, from any regula- 
tion not imposed upon other highway transportation companies,” 
says the New York organizations. “To exrpess this thought in 
another way, a highway transportation company making joint 
rates with a common carrier subject to the interstate commerce 
act should, with respect to the traffic it handles strictly over 
the highways in local service, be left in the identical position 
that water lines are in today with respect to their port-to-port 
traffic.” 

The New York interests also say they believe it would be 
helpful if the law were also amended specifically to provide for 
the operation of strictly highway service by railroad transporta- 
tion companies through subsidiaries, thereby enabling them to 
compete on all fours with independent highway transportation 
companies, but that the law should provide that such subsidiaries 
of the rail lines should not be permitted to recoup their losses 
from revenue produced as a result of rail transportation, “for it 
must be apparent to the Commission that if no provision of 
this character be made a rail carrier could subsidize its highway 
carrier to an extent that would drive every competitor out of 
business” Continuing, they say: 


It is hoped that the Commission in its findings may see its way 
clear, if it makes any recommendation to Congress, to propose amend- 
ments that will permit of the coordination of rail and motor trans- 
portation without imposing upon strictly highway transportation bur- 
dens that will result in a substantial increase in the cost of trans- 
portation to the shipper. 

It is also hoped that the Commission will recommend to the car- 
riers that they give serious consideration to the establishment of 
a complete transportation service from store door to store door, as 
this would undoubtedly result in many shippers giving the rail car- 
riers their business if the terminal service is of a character to com- 
mend its use and if the time in transit between terminals is com- 
parable with the service offered by the highways. 

It must be obvious to the Commission that the rail carriers can- 
not expect to recover or to hold their short haul traffic in the face 
of motor competition, which is quicker and more dependable than 
less than carload freight service has been generally in the past, un- 
less they take the steps that any prudent manufacturer or mer- 
chant would take to meet new competition. Generally speaking, 
but bearing in mind the exceptions referred to, the rail carriers 
shut their eyes to any solution of this problem, except that resulting 
from strangulatory legislation. 


“Development of the motor truck body as a medium for 
recapturing from the highway less-carload freight for the rail 
carriers is progressing so rapidly that the record in this case 
really seems, when compared with what is now a fact, not even 
a respectable primer,” says the Motor Terminals Company of 
New York. ‘We beg to repeat that we do not ask recognition of 
a particular transportation device,.but we do request the Com- 
mission to recognize that the problem of coordinating motor 
truck and rail carrier line-haul less-carload freight transporta- 
tion to the advantage of all concerned is no longer impossible 
or even difficult to solve. We respectfully offer the solution.” 

Delaware and Hudson 

“The Interstate Commerce Commission should not recom- 
mend to the Congress the enactment of legislation to regulate 
motor transportation, but should recommend the enactment of 
legislation designed to relieve railroad managements of existing 
regulation which interferes with the normal exercise of their 
managerial functions in meeting their duty to maintain an 
adequate railroad transportation system and, also, the Commis- 
sion should exercise the functions which it has under existing 
law in such manner as to relieve railroad managements from 
interference with essentially managerial functions,” says the 
Delaware & Hudson Railroad Corporation. 

This railroad takes the position that regulation of motor 
transportation on the highways by federaland state commissions 
offers no solution to the problem of the railroads to maintain 
and preserve an adequate and efficient railroad transportation 
system to perform the services which it can most economically 
and efficiently perform in the public interest. 

“Motor transportation has come to stay; it will continue an 
important agency in the transportation field, and it will always 
be an important competitor of railroad transportation in respect 
of the service it can economically and efficiently perform,” says 
the D. & H. “The problem of the railroads is to promote demar- 
cation of the sphere of motor vehicles and promptly to adjust 
their operations accordingly.” 

The D. & H. says that as a taxpayer in three states it be- 
lieves that no common carrier or commercial vehicles should be 
permitted to operate on the highways except under license by 
state or municipal authority and that licenses should not issue 
to vehicles that are so heavy or so large that they cannot be 
operated without impairing the rights of each member of the 
public to the use of the public highways. 








PAGE 1384 


“Regulation,” says the D. & H., “however far-reaching or 
drastic, cannot bring back the railroad traffic that has been lost 
to automotive vehicles when that traffic can be more economic- 
ally handled in motor transportation.” 

Solution of the present problem, in the view of the D. & H., 
is most likely to be found in the initiative of railroad manage- 
ment and “not by surrendering responsibility to legislatures or 
to regulatory boards.” 

“The public would be better served,” it says, “if railroad 
managements could facilitate the elimination of unnecessary 
facilities and service which are a burden to the adequate main- 
tenance of necessary facilities and service in the sphere of 
transportation that the railroads can best serve the public. A 
modification of such laws, or of the policy of the commissions 
functioning thereunder, which would relieve railroad manage- 
ment from interference with essentially managerial functions, 
would go a long way toward solving the problem of motor trans- 
portation competition.” 


Pennsylvania’s Views 


The Pennsylvania Railroad Company asks in its brief, 
“Should we not await further state experimentation with motor 
truck regulation?” 

“It is our mature judgment,” it says, ‘“‘that sufficient experi- 
ment has not been had with the several state experiments in 
truck regulation to warrant the adoption of any extensive regu- 
latory experiment on a national scale, particularly as these 
hearings have revealed quite diverse conditions throughout the 
country in the matter of truck operation and truck problems 
with corresponding diverse recommendations as to how such 
problems should be solved. It may be that some federal body, 
such as the Interstate Commerce Commission, should be given 
jurisdiction of all motor trucking for hire in interstate com- 
merce in order to be equippel with direct authority over the 
subject matter to make further study of the nature of truck 
operation, of its susceptibility to the regulatory principle and 
of the necessity and practicability of federal regulation.” 

The Pennsylvania says that if, however, it should be con- 
cluded as a result of these proceedings that federal regulation 
of the motor truck should now be instituted, it suggests such 
regulation be limited to the following elements: Common Car- 
rier truckers should be required to obtain a certificate of public 
convenience and necessity before beginning or ceasing oper2- 
tion; furnish proof of financial resources and of financial respon- 
sibility; keep prescribed accounts; make prescribed reports; 
comply with the rules and regulations issued by the proper 
tribunal with regard to conditions, character and sufficiency of 
service and safety of operation. It says regulatory authority 
should be given power to suspend or revoke certificates for 
cause; to permit the transfer of certificates from one carrier to 
another; to permit the consolidation, merger or acquisition of 
control of one carrier by another without discrimination as be- 
tween different kinds of carriers, and railroad and other 
carriers should have equal opportunity to engage in truck trans- 
portation, subject equally to the form of regulation herein set 
forth. 

“It is believed,” says the Pennsylvania, “that a more liberal 
and generous attitude with regard to the efforts of railroads in 
revising or modifying rail service to meet the changed condi- 
tions of modern times would be in the public interest. . . . 
Many rail stations have long outlived their usefulness and, while 
many have been abandoned or made non-agency, there are yet 
Many more whose continuance has no economic justification. 
But the public are loath to see them go, despite the relatively 
little use thereof by the very same public. The same is true 
generally of branch lines of railroad. But applications for aban- 
donment thereof are almost always vigorously opposed by the 
local public that has ceased to use them except when it suits its 
convenience.” 

The process of coordinating rail and motor transportation, 
says the Pennsylvania, is essentially an economic one and not a 
legislative or regulative one. 

“Legislation and regulation may be, and we believe will be, 
to a certain extent helpful, but legislation and regulation should 
be availed of only to assist in the proper development of the 
economic process; not to protect or restrict unduly either form 
of transportation,” it says. 


Express Agency for Regulation 


The Railway Express Agency, Inc., sets forth data showing 
the adverse effect of motor truck competition on the revenues 
of the express company. It says express service as well as other 
classes of railroad service is entitled to equality of opportunity 
to compete for the special class of transportation in which it 
deals. 

“Equality of opportunity,” says the express agency, “means 
subjection of the motor truck carrier to the same regulatory 
requirements that a sound public policy has established for the 
older forms of transportation. Regulation of rates and service 


The Traffic World 


Vol. XLVII, No. 23 


and adequate payment in the form of taxes by the motor Carrier 
for the special use made by him of public highways and for the 
general support of government are the first steps necessary ‘ag 
a legal basis’ for the effectual coordination of motor and rail 
transportation. Coordination of a service which has no Stability 
of rate structure nor uniformity of practices or facilities with a 
transportation service which is strictly regulated in al] these 
respects is obviously impossible.” 


Truck Carriers Object 


The Interstate Motor Carriers’ Association, whose members 
are common carrier truck operators doing business chiefly be. 
tween Philadelphia and New York City, asks the Commission to 
find, among other things, that there is no demand from the pub. 
lic, or in its interest, requiring regulation of the interstate com- 
mon carrier truck; that regulation would force monopoly and 
restrict development of motor truck highway transportation: 
that by far the greater proportion of trucks operating over the 
highway are other than common carrier trucks; that taxes and 
license fees are a matter for state administration and have no 
part in this proceeding, nor would increase in taxes or fees op 
motor trucks be economic or in the public interest; that the 
Commission has not sufficient information, statistical or other. 
wise, upon which to base consideration of constructive highway 
truck transportation regulation; and that coordination can pe 
brought about only by joint action in open, sincere dealing and 
planning by the mediums to be coordinated—railroad and the 
highway. 

The Western Traffic Executives’ Committee, representing 
the western railroads generally, filed a brief supplementing the 
one filed on behalf of the Association of Railway Executives, 
The western carriers say they are convinced that reasonable 
regulation of motor carriers, both common carriers and “con- 
tract carriers,” operating for profit in interstate commerce on 
the public highways is necessary in the public interest. 

“There can be no sound and logical development of motor 
transportation, and no coordination with rail transportation, 
until motor transportation is subject to a plan of regulation 
similar to that applied to other carriers operated for profit,” say 
the western carriers. 

“As a practical solution of the transportation problems 
confronting the country, then,” say these carriers, ‘we find by 
a process of elimination that the most satisfactory one is regu- 
lation of motor vehicles.” 

The New York Central Lines submitted a summary of the 
testimany of G. C. Woodruff relating to the development of the 
L. C. L. car and container, leaving argument to be dealt with 
by the Association of Railway Executives. 

The Colonial Navigation Company of New York in its brief 
said its appearance in the proceeding “is for the purpose of 
again presenting to and impressing upon the Commission the 
grievous wrong it has suffered through the improper and illegal 
use of the motor truck by the New York, New Haven & Hart- 
ford Railroad Company and its subsidiaries, the New England 
Steamship Company (water) and the New England Transporta- 
tion Company (highway) and of contributing to the record in 
this proceeding illuminating testimony relating to said unlawful 
truck operations contained in the record in I. C. C. Docket 6469, 
in re application of New York, New Haven & Hartford Railroad 
Company for permission to continue steamer lines on Long 
Island Sound, which is still pending before the Commission.” 


Rail Labor for Regulation 


The Railway Labor Jxecutives’ Association, in its brief, 
emphasizes the “stake” the railway employes have in railroad 
transportation and their interest therefore in the proceeding. It 
says the evidence clearly shows there is a supplementary and a 
competitive field for motor transportation of freight; that it }s 
apparent that to some extent the use of motor vehicles 1s al 
essential part of modern rail transportation; that the railway 
employes have specific interests in opposing an unregulated co- 
trol of competitive motor transportation by rail carriers; that 
rail carriers should be required to account for the income 0 
motor transportation service in net railway operating income, 
and that the railway employes have a substantial interest 10 
protecting rail carriers from unfair competition by motor trans 
portation agencies. 

“If rail service must be operated, as it should be, under 
regulations protecting the public interest in safety, in reasolr 
able rates, in efficient and undiscriminatory service, then a0) 
other form of transportation should be subjected to the same 
restrictions in the public interest,” say the rail labor execu 
tives. “It is équally unfair and contrary to the public 
interest to subsidize such (motor) transportation by, for exall: 
ple, permitting the free use of a publicly constructed highw2 
for a private commercial service in competition with 4 public 
agency, such as a railroad, which is required to construct its 
own highway. This means, in short, that the users of T# 
transportation service are asked to pay the full cost of that 
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service, Whereas the general public, regardless of its use of a 
competing motor service, is asked to pay out of taxation part of 
the cost of furnishing such a service to those who use it.” 

The Norfolk Southern Railroad Company, the St. Louis-San 
Francisco Railway Company, and the receivers of the Seaboard 
Air Line Railway filed briefs dealing with the problem involved 
as relating to them and in support of adequate regulation. 


lowa on the Job 


The Board of Railroad Commissioners of Iowa said the 
busses and trucks were here to stay, they had found their place, 
and in order that the motor transportation companies operating 
as common carriers might render proper and adequate service 
to the shipping and traveling public “we must have interstate 
regulation as well as intrastate regulation as the service ren- 
dered is no longer intra but inter as well as intrastate.” 

“We in Iowa have had intrastate regulation of busses and 
trucks, engaged in public transportation, for the past several 
years, and the regulation has been successful,” says the Iowa 
board. 

The Iowa commission says it is making a successful effort 
to regulate the rates on intrastate motor carriers and eliminating 
the practice of unjust discrimination and overcharges, but that 
such regulation will not be as successful as it should be, unless 
there is also interstate regulation. 


National Grange 


The importance of motor truck transportation to the agri- 
cultural industry is pointed out in a brief filed on behalf of the 
National Grange. 

The farmers want more improved highways and especially 
farm-to-market roads, according to the Grange, which says: 


If further regulation of highway transportation is necessary to 
protect the interests and promote the safety of the general public, 
such regulation should be put in force. But the thought that motor 
transportation should be further regulated and taxed, simply to 
“equalize competition”? for the railroads or other forms of trans- 
portation, cannot be justified. 


Referring to the moves of the railroads looking to increased 
revenues, the Grange says to increase rail rates would simply 
serve further to drive traffic to competing systems of trans- 
portation and would not be helpful to the railroads. 

“The Grange favors a reclassification of rates, under which 
agricultural products would be given lower rates than those 
now obtaining,” says the brief. “For years agriculture has 
been paying more than its just proportion of the nation’s freight 
bill, and it is time that this discrimination against our funda- 
mental industry should end. There are sound and substantial 
reasons for believing that a reduction in rail rates on farm 
— would be helpful to the railroads and to agriculture 
alike.” 

The American Petroleum Institute in its brief suggests the 
following findings: 


_The general public is entitled, without artificial regulatory re- 
‘trictions, to the advantages which are afforded by inventive genius, 
= research, and every progressive development in transporta- 

The public interest requires the encouragement of modern forms 
Gene rtation within their spheres of efficient and economical 
iH) n. 

_, No federal regulation of motor transportation is in the public 
interest which would have for its purpose the protection of the rail- 
toads from competition. 

; Motor transportation more than compensates the railroads, in 
traffic and revenue, for such traffic as it attracts from the rails; it 
—* incurs no further responsibility for the revenues of the rail- 
F Competition of motor transportation should be met by the rail- 
toads through the business method of affording comparable service, 
xy fail or motor or both, at comparable and reasonable rates. 

. The motor owners are paying, in special taxes, for the construc- 
tion and operation of state highway and local road systems. The 
construction and maintenance of the public roads is an important 
ource of railroad traffic. They provide no inequitable competition 
y reason of the source of funds through which either the roadways 
{motor vehicle owners or railroads are constructed and maintained. 


The petroleum institute says that while the railroads ap- 
parently disavow any purpose to advocate the imposition of 
trohibitory restrictions on their competitors, as a matter of fact, 
When their proposals are scrutinized dispassionately, they indi- 
‘ate quite clearly that regulation of motor transportation is 
sought not primarily for the protection of the public interest, 


— a means of meeting the competition of motor transporta- 








IMPROVEMENT OF HIGHWAYS 


- State and county expenditures for country roads in 1931 

i — to $1,550,881,000, as compared with $1,552,945,000 

vt 30, according to estimates of the statistical service of the 

ee Road Builders’ Association. Road building by states 

ee in 1931 by $50,000,000, as compared with the pre- 

in 8 year, while there has been a decrease of the same amount 
County expenditures, it says. 
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Pennsylvania leads the states in estimated expenditures 
this year with $60,000,000 by the state and $75,000,000 by the 
counties, a total of $135,000,000. New York is second with 
highway expenditures of $110,000,000, about equally divided 
between county and state. Delaware has the smallest expendi- 
ture of $3,660,000. 


SEES THREATS TO HIGHWAY TRANSPORT 


Highway transport faces serious threats, according to views 
expressed by Thomas P. Henry, of Detroit, Mich., in his address 
as president of the American Automobile Association at the 
organization’s annual convention at West Baden, Ind., June 3. 
These threats are in the form of attempts to impose increased 
taxes on motors and to bring about discontinuance of federal 
highway aid, according to the speaker, who said in part: 


The railroads are conducting a nation-wide campaign, the pur- 
pose of which is to cripple motor transport through heavier taxes 
and restrictions. While this attack is primarily directed at the com- 
mercial vehicles, the railroads have raised the cry of “subsidized 
highways,’’ and we must accept this as a broad challenge in which 
we are involved. 

At the same time, powerful organizations of real estate owners, 
with enormous support in the legislatures, are engaged in a drive 
in the interest of lowering the tax on real estate. Now, if they ac- 
complish their purpose, we know from experience that the relief 
granted land will be reflected in an increase in the tax burden else- 
where; and elsewhere in this case will be the motorists, the largest 
class of taxpayers and the easiest to reach. 


ST. LOUIS OFF-TRACK STATIONS 


The Terminal Railroad Association of St. Louis and the 
Columbia Terminals Company have entered into an agreement 
for the reduction of the number of off-track stations in the St. 
Louis district in Missouri and Illinois from fifteen to nine and 
for the hauling of all less than carload freight between stations 
by the Columbia Terminals Company. The arrangement will 
eliminate the Central Transfer Company, the only remaining 
competitor of the Columbia Terminals Company. 

A hearing before the Commission was set on this sub- 
ject, which has been pending for three years, for June 5, and the 
new tariffs, which provide for a reduction in the rates between 
the Terminal Railroad Association and the Columbia Terminals 
Company, were to be submitted. The Commission already has 
approved the plan for the reduction of off-track stations and for 
a contract with only one hauling company. 

The St. Louis Shippers’ Conference Association was ex- 
pected to object, at least to the provision of the tariff, which 
retains the existing allowance of two cents a ton on freight 
hauled by vehicle to or from railroad stations and constructive 
delivery points. Shippers have contended that this allowance 
is so small as to drive competitive and independent trucking 
concerns out of business. 

The trucking system in St. Louis grows out of the termina- 
tion of eastern lines in East St. Louis and Granite City, in the 
Illinois section of the district, and of the western lines in St. 
Louis. When the basing-point rate on both sides of the river, 
to and from points situated beyond a radius of 100 miles, was 
made the same, the railroads adjusted or equalized the rate by 
means of trucking service. The cost of the trucking was included 
in the tariffs and it was paid by the railroads to the trucking 
companies. 

The hauling service has been and is between stations on 
either side of the Mississippi River. Some of the stations are 
those of the carriers and others of the hauling concerns. So 
that less-than-carload freight moving to or from shippers’ places 
and stations would not have to be unloaded and reloaded, or 
even hauled to a station, “constructive points” were specified in 
the tariffs. This device provided, for instance, that the rate 
haul, covered by the tariff, would end at the Missouri or Illinois 
shore and from this “constructive point” the shipper would 
bear the conveying cost. 

In accordance with the new agreement the only off-track 
stations recognized by the Terminal Railroad Association will 
be those of the Columbia Terminals Company, being seven in 
St. Louis and two in East St. Louis. Other stations may be 
recognized by the Terminal Railroad Association in the future, 
according to transportation convenience, but they will be sta- 
tions of the Columbia Terminals Company. The St. Louis 
stations are: Eleventh and Spruce streets, Broadway and 
Spruce street, Broadway and Chouteau avenue, Second and Carr 
streets, Broadway and Carr streets, and fourth and Valentine 
streets. The East St. Louis stations are at 700 Broadway and 
in the National Stockyards. 

The Terminal Railroad Association will, under the contract, 
pay the Columbia Terminals Company $2.60 per ton for hauling 
from on-track stations on one side of the Mississippi River to 
off-track stations on the other side, and $2.04 per ton for haul- 
ing from off-track stations on either side to on-track on the other 
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side, and $1.95 between off-track and on-track stations in St. 
Louis. The reductions range from 10 to 37 cents per ton. 

Shippers maintain that the rates are still 15 cents a ton 
higher than those of the Central Transfer Company. However, 
these hauling rates, being actually an allowance from the rail- 
road revenue, concern the railroads, primarily, and have no 
direct effect on the charges to shippers. The allowance of two 
cents per ton to shippers or their agents for performing the 
hauling is continued. Shippers hold that this allowance should 
be greater, as the two cents is insufficient and would tend to 
compel them to employ the truckers recognized exclusively by 
the railroads. 

The St. Louis Chamber of Commerce and the Association of 
Team and Truck Owners were also expected to enter objections 
at the hearing. 

Paul Versen, former assistant traffic commissioner of the 
Chamber of Commerce, was to represent the Association of Team 
and Truck Owners, and W. E. Rosenbaum, commerce counsel, 
the shippers’ conference. The Traffic Bureau was to be repre- 
sented by former Circuit Judge Glendy B. Arnold. 

Objections are made on three important points. Oppo- 
sition to an exclusive hauling contract and an exclusive off- 
track depot arrangement was to be offered. It is urged that the 
Commission require maintenance of a competitive situation. 
A larger allowance than two cents a hundred pounds for ship- 
pers or their agents in performing the inter-station hauling of 
less-than-carload freight is asked. 


MEETING TRUCK COMPETITION 


The Spokane, Portland & Seattle has followed the lead of 
the Great Northern in devising an entirely new scheme for 
meeting motor truck competition offered by truck lines operating 
in Oregon under permits from the Oregon commission. (See Traffic 
World, May 23, p. 1266.) Its tariffs establish rates, on the Great 
Northern pattern, for application between Portland and central 
Oregon for use in competition with Consolidated Truck Lines 
and Union Pacific Stages, Inc., the latter alleged to be a sub- 
sidiary of the Union Pacific. The Union Pacific Stages, Inc., 
operate between points on the Oregon-Washington Railway & 
Navigation Co. lines. 

On application of the Great Northern the Commission per- 
mitted the tariffs of that carrier, filed originally to become 
operative on June 18, to become effective on May 28 and later 
days. In asking for permission to advance the effective date of 
the Great Northern tariffs, P. H. Burnham, western traffic man- 
ager, said that the proposed rates bore no relationship to rates 
on other classes or commodities. They were a distinct departure, 
he said, from past practice and were not in any way based on or 
related to rates on other commodities published by the rail 
carriers. 


FRISCO ABANDONS LOW FARES 


The Commission has given the St. Louis-San Francisco sixth 
section permissions needed to enable it, on July 1, to restore 
the old 3.6 cent passenger fare basis, on statutory notice. (See 
Traffic World, May 23, p. 1266.) The permissions authorize 
the road to revive its old passenger fare tariffs by setting aside 
tariff publishing rules setting limits upon the amount of sup- 
plemental matter. 

In asking for such authorization the carrier said that the 
experiment it began on February 1, by establishing coach fares 
approximately on the 2-cent a mile basis, had not accomplished 
its purpose. Therefore, it said it desired to restore its passenger 
fares to the basis in effect prior to February 1. It said that in 
January, the month prior to the beginning of the experiment, 
the average number of passengers handled a day was 4,046 and 
the average daily revenue was $17,524. In the first month of the 
experiment the average number of passengers was 5,388 but the 
average daily passenger revenue was only $16,988. The figures 
for March and part of April did not bring encouragement.’ The 
Frisco made comparisons of results on its lines with passenger 
revenues of its neighbors, the Missouri Pacific and the Katy, 
saying that the decrease in Frisco revenues was proportionately 
greater than that of its neighbors. The latter met the Frisco 
move in part, but did not go the whole distance of restoring 
the old 2-cent basis. Its experience, the Frisco said demon- 
strated, in its judgment, that the low coach fare had not resulted 
in creating additional revenue, notwithstanding the fact that 
the Frisco lines undoubtedly enjoyed certain traffic which might 
normally have moved via other railroads if those other lines 
had also adopted coach fares on the basis of 2 cents a mile. 


LIVESTOCK AND MOTOR TRANSPORT 


More than one-fourth of livestock receipts at sixteen prin- 
cipal markets in 1930 were “drive-ins,” which now are handled 
largely by motor truck, according to a survey of “driven-in 
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receipts” of livestock made by the statistical section of the 
livestock, meats and wool division of the Bureau of Agricultura) 
Economics of the Department of Agriculture. 

Receipts at the sixteen markets in 1930 totaled 61,558 384 
head, of which 15,735,610 or 25.56 per cent were “drive-ing” 
according to the survey. The percentage of “drive-ins” jp 1929 
was 21.85; 1928, 18.05; 1927, 13.49, and 1926, 10.72. Prior to 
1926 the “drive-ins” were less than 10 per cent. 


MOTOR CRASHES INTO TRAINS 


Twenty-five per cent of the accidents at highway grade 
crossings in 1930 resulted from operators of passenger auto- 
mobiles, motor busses, trucks and motorcycles crashing into 
the side of trains, according to reports filed by the railroads 
with the Commission and made public by the safety section of 
the American Railway Association. 

Of the 4,853 highway grade crossing accidents that took 
place in 1930, reports showed that 1,276 accidents resulted from 
such a cause, with 248 persons being killed and 1,771 injured 

This was a reduction of 160 in the number of such acc. 
dents compared with 1929, in which year there were 277 per- 
sons killed and 2,061 injured as a result of automobiles running 
into the side of trains. 

In 1930, reports showed that 1,130 passenger automobiles 
alone struck the side of trains, killing 214 persons. In many 
instances, the operators of these automobiles first crashed 
through crossing gates before striking the train. In the pre- 
ceding year, the number of such accidents involving passenger 
automobiles totaled 1,270 with 225 fatalities. 


LAKE CARGO COAL 


In exceptions to the report of Examiner C. M. Bardwell, in 
No. 23240, Ohio Lake Cargo Coal Rate Committee et al. vs. B. 
& O. et al., and No. 23241, Western Pennsylvania Coal Traffic 
Bureau et al. vs. B. & O. et al., attorneys for the Pennsylvania 
operators assert that the examiner erred in finding that there 
had been no material change in the facts upon which the Com- 
mission made a finding in Lake Cargo Coal Rates, 1925, 101 
I. C. C. 518, and 126 I. C. C. 309, except that the Hocking Valley 
has lost its identity. They further except to Bardwell’s con- 
clusion that whether or not undue or unreasonable prejudice 
or preference existed must be determined from a consideration 
not alone of the rates and transportation conditions, but of the 
results which flow from the rate adjustments to complainants, 
to competing shippers, to the general public and to the carriers. 

The Pennsylvania operators’ brief asserted that the record 
warrants and requires a finding that there are no circumstances 
and conditions of transportation which offset the disadvantages 
of geographical location and the relatively longer hauls of the 
southern coal. They, of course, also except to the conclusion 
that the Commission should find that the rates assailed are not 
unduly prejudicial or unduly preferential. 

Among the facts pointed out in the Pennsylvania operators’ 
brief is that in this proceeding the complainants include the 
southern Ohio producers as well as producers in western Penn- 
sylvania and eastern Ohio. That was not the fact in the prior 
proceeding because the southern Ohio producers were not then 
alleging undue prejudice. Nevertheless, asserts the brief, Bard- 
well erroneously finds that there is no material change in the 
facts upon which the findings in Lake Cargo Coal Rates, 1925, 
were based, except that the Hocking Valley has lost its identity 
as a separate carrier and has become an integral part of the 
Chesapeake & Ohio. 

Ohio operators complainants in No. 23240 have filed fifteen 
exceptions to the Bardwell report. They assert that their ex 
ceptions are reducible to four principal propositions as follows: 
First, the examiners found that transportation conditions from 
the southern districts are not superior, mile for mile, to those 
from the Ohio districts and that the present rate relationship 
is inconsistent therewith. Second, it follows that the presett 
rate relationship is unduly prejudicial to the Ohio districts and 
unduly preferential of the southern districts, provided it further 
appears that it has injured complainants and that defendants 
or any of them are responsible for it. Third, the present rate 
relationship has injured complainants in that they have been 
prevented by it from making shipments that they would other- 
wise have made and their southern competitors have been ¢h 
abled by it to make shipments that they would otherwise ett 
been unable to make. Fourth, the same defendants cont, 
the rates from the Ohio districts and the southern districts an 
are accordingly responsible for the rate relationship. 


The abstracts of tariff filings, rejections, my ot 
sions, etc., as printed in each issue of THE —" 
TRAFFIC WORLD enable subscribers always t0 
sure their tariff files are up-to-date. 
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OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


With the only definite inquiry for full cargoes of grain 
coming from the Gulf, the grain market is once more quiet and 
rates have receded slightly, yet freight brokers’ reviews of 
the situation advance opinion that even a slight revival of 
inquiry would be sufficient to strengthen the entire rate struc- 
ture of the market. The decline has not been sharply defined 
except in the St. Lawrence, where recent activity has produced 
an over-supply of available tonnage. 

Inquiry in the Gulf is for United Kingdom-Continent, with 
charterers’ ideas slightly lower than last reported fixtures, which 
were made on the basis of 11 cents. Most of the European 
purchases are being made in parcel lots which are taken care 
of by regular liners. 

Fixture of a coal cargo from Hampton Roads for the Plate 
on the basis of $2.75 for prompt loading was reported, while 
business to west Italy is still available at about $2.10. 

Two transatlantic sugar cargoes were reported, both 7,000- 
ton steamers from Cuba. One fixture was made for U. K.- 
Continent at 15s, with option of two ports in the United King- 
dom at 16s for middle July loading and the other for Liverpool 
at 14s, June-July loading. There is still some inquiry for car- 
goes from Cuba for June loading. 

One lumber cargo from Gulf ports to Rosario and Santa Fe 
was accepted at $13 for middle July loading. Further business 
is slow in developing. 

The market for clean tankers remains unchanged. Activity 
for black oil vessels has revived somewhat and it is predicted 
that rates for these carriers will improve somewhat in view of 
increased demand. 

By reason of the recent adoption by the Persian government 
of measures to establish state control of foreign trade in 
accordance with the trade monopoly law of February 5 last and 
the supplementary law of March 11, restrictions are to be 
placed on certain commodities in both import and export trade. 
Advices received by the Cunard Line state that the following 
commodities are definitely prohibited, and cannot be accepted 
for shipment, unless shippers can produce Persian importation 
permits: Beer, whisky, arms, ammunition, cigarette papers, 
cigarettes, wine and tobacco. It is also pointed out that the 
restrictions affect only the ports of Bunder Abbas, Moham- 
merah and Bushire. The restrictions, it is stated, do not apply 
to any of the ports in Irak, such as Basrah, Muscat, Bahrein, 
Koweit and Bagdad. 

Announcement is made by the River Plate and Brazil con- 
ferences that, effective immediately and extending through De- 
cember 31, contract rates on tin plates to Brazil and River 
Plate ports have been reduced as follows: Montevideo and 
Buenos Aires, $6.50 on A steamers and $6 on B steamers. 
Rosario, direct or transshipment, $9.50 on B steamers. Cam- 
pana, $9 on B steamers. La Plate, Santa Fe and Bahia Blanca, 
$9.50 on B steamers. 

Appointment of Birt & Co. as general agents for the Gen- 
eral Steamship Corporation in Australia, effective July 1, is 
announced by Harry S. Scott, president of the latter company. 
The new agency will handle the vessels of the Transatlantic 
Steamship Company, whose Pacific Australia Line has been 
operated by the General Steamship Corporation for the last ten 
years. 

Working with agents of all the principal shipping nations 
of the world in an effort to eliminate causes of disaster at sea, 
the American Bureau of Shipping, the official agency of maritime 
registration in the United States, has assigned loading lines 
to 867 American vessels, and is studying applications filed by 
the owners of 177 more ships for similar lines. 

American shipping men have come forward rapidly in the 
last few months, according to Captain Charles A. McAllister, 
president of the American bureau, and the result has been the 
assignment of 81.2 per cent of the total of load lines of the 
American ships which are eligible. The lines have actually 
been added to 35.3 per cent of the total American ships, he said, 
and are now serving the purpose for which they were designed. 

The international load-line agreement went into effect Sep- 
tember 2, 1930. Captain McCallister recently made a trip to 
the offices of the American Bureau of Shippig on the Pacific 
coast and in the Gulf district, checking up on the progress of 
assigning load lines. He reported on his return that shipowners 
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had quickly complied with the regulations and that the Work 
of assigning lines was making rapid progress. 


AMERICAN DIAMOND LINES SALE 


Acceptance of an offer to purchase the American Diamond “4% 


Lines received from the Black Diamond Steamship Corporation 
of New York, present managing operators of the line, at the 
rate of $16.25 a deadweight ton was authorized by the Shipping 
Board June 3 under certain terms to guarantee performance of 
conditions set forth in a proposed ocean mail contract covering 
the route. The total price to be received for the line is $1,660. 
181.25, which is to be payable 25 per cent in cash and the bal. 
ance over a period of 74% years, with interest at the rate of 41, 
per cent payable semi-annually. 

The American Diamond Lines comprise freight services 
between north Atlantic ports of the United States and the con. 
tinental European ports of Rotterdam and Antwerp. There are 
twelve typical cargo vessels aggregating 102,165 deadweight 
tons. Under the contract of sale the owner will be required to 
make not less than 72 round voyages a year of which 24 will 
be semi-monthly sailings from New York to Rotterdam, 24 wil] 
be semi-monthly sailings from New York to Antwerp, and the 
balance will be semi-monthly sailings from north Atlantic ports 
of the United States other than New York to the foreign ports 
named. 

The price agreed to for the line is predicated upon the per- 
formance by the purchaser of improvements to the vessels main- 
tained by the line. These improvements are stipulated in the 
proposed ocean mail contract covering the service and will con- 
sist primarily in the construction of five sixteen knot passenger- 
cargo steamers in a ten-year period, and the reconstruction of 
five of the existing vessels to give them a speed of 13 knots. 
This would involve an outlay of many millions of dollars before 
the building program could be completed. The sales contract 
with the Shipping Board, however, will specify the price for the 
line will be at the rate of $28.65 a ton in the event that the im- 
provements are not made. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 were approved by the Shipping 
Board June 3: 


Luckenbach Steamship Company, Inc., with Kerr Steamship Com- 
pany, Inc.: Agreement providing for through handling of shipments 
from United States Atlantic coast ports of loading of Luckenbach to 
ports in Japan, China, Philippines, Dutch East Indies, Straits and 
Ceylon served by Kerr Line’s around the world vessels. Through rates 
are to be in accordance with direct line tariff rates on shipments to 
main ports served direct by Kerr Steamship Company are to be appor- 
tioned equally between the lines, subject to minimum proportion of 
$4.50 per ton, weight or measurement to each. On shipments to oult- 
ports, differential or arbitrary ports, Kerr Steamship Company is to 
receive the excess of the through rate over the rate to_base_ ports. 
Transhipment expense at Los Angeles Harbor or San Francisco 1s 
to be asstmed by the lines in equal proportion. ; 

Luckenbach Gulf Steamship Company, Inc., with Pacific-Java- 
Bengal Line: Covers through shipments from United States Gulf 
ports to Oriental ports served by Pacific-Java-Bengal Line, with tran- 
shipment at Los Angeles Harbor or San Francisco. Through rates 
are to be the same as direct line tariff rates and on traffic to base 
ports are to be apportioned equally between the lines, subject to min- | 
imum of $4.50 to each. On ‘traffic to ports other than base ports 
trans-Pacific carrier is to receive the excess of the through rate over 
the rate to base port. Cost of transhipment is to be absorbed in equal 
proportion by the lines. : a. 

Luckenbach Gulf Steamship Company, Inc., with Pacific-Java- : 
Bengal Line: Provides for through movement of shipments from | 
Orient to United States Gulf ports served by Luckenbach, with tran: 
shipment at Los Angeles Harbor or San Francisco. Through Tale* | 
from Oriental base ports of loading are to be the same as applicar : 
direct line conference rates, subject to minimum of $9 per ton, Welél’ | 
or measurement and are to be apportioned equally between the lin s. 
On shipments originating beyond Oriental base ports of loading “io 
Pacific carrier is to receive in addition expense of transporting asks 
point of origin to shipside. tno: Agree: & 

Gulf Pacific-Redwood Line with Pacific-Java-Bengal Line: - oats 
ment providing for cooperation in the handling of through shipm ited 
from Oriental ports served by Pacific-Java-Bengal Line to or 
States Gulf ports served by Gulf Pacific-Redwood Line. Through F ine 4 
from Oriental base ports are to be same as applicable direct 
rates, such through rates to be apportioned equally between =. or 
lines, subject to minimum proportion of $4.50 per ton, wes. ps 
measurement, to each. Cost of transhipment at San Francisco 0 On 
Angeles Harbor is to be absorbed by the lines in equal proportol. the | 
cargo originating beyond Pacific-Java-Bengal Line loading por point | 
carrier is to receive the expense of transporting shipments re the 
of origin to shipside in addition to its proportion of one-half © ' 
through rates from base ports to destination. od as nv, In 

Gulf Pacific-Redwood Line with Kerr Steamship Cea bs 
Coyers through shipments from United States Gulf ports se 
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A SMOKELESS INDUSTRIAL COMMUNITY 


NATURAL GAS, the most perfect fuel 
known, keeps the furnaces roaring, the 
steam pressure steady, and the wheels turn- 
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The easy automatic control of NATURAL 
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mixture to secure accurate combustion, 
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With NATURAL GAS, with a huge 
immediate market, with a wealth of raw 
materials available, and an equable, enjoy- 
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ticing Opportunities to industry. 


Your inquiries addressed to the 
Industrial Department of the Los 
Angeles Chamber of Commerce 
will receive prompt attention with- 
out obligating you in any way. 


Southern Counties Gas Company | se ah Custos California Gas Company 
Los Angeles Gas and Electric Corporation 
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Gulf Pacific-Redwood Line to Oriental ports served by Kerr, with 
transhipment at Los Angeles Harbor or San Francisco. Through 
rates are to be same as direct line tariff rates and to base ports are 
to be divided equally between the two lines subject to minimum _pro- 
portion of $4.50 per ton, weight or measurement to each. On traffic to 
ports other than base ports Kerr Steamship Company is to receive in 
addition all of the excess of the through rates over the rates to base 
ports. Cost of transhipment is to be assumed in equal proportion by 
the two lines. 

Luckenbach Steamship Company, Inc., with Kerr Steamship Com- 
pany, Inc.: Arrangement for through movement of shipments from 
United States Atlantic coast ports of loading of Luckenbach to ports 
in the Philippine Islands, Dutch East Indies, Straits and India served 
by vesseds of Kerr Line in the Silver-Java Pacific Line service. 
Through rates are to be same as direct line rates and to main ports 
served by Kerr are to be apportioned equally between the two lines 
with a minimum proportion of $4.50 per ton, weight or measurement, 
to each. To outports, differential or arbitrary ports Kerr Line is to 
receive the excess of the through rates over the rates to base ports. 
The cost of transhipment at Los Angeles Harbor or San Francisco is 
to be absorbed in equal proportions by the lines, 


Dollar Steamship Lines, Inc., Ltd., with Holland-America Line: 
Through billing arrangements covering shipments from Pacific coast 
ports of call of Dollar to Rotterdam and Amsterdam. Through rates 
are to be based on published direct line conference tariff rates and 
are to be apportioned equally between the two lines, each of which 
is to assume one-half of the cost of transhipment at New York. 


Gulf Pacific-Redwood Line with Kerr Steamship Company, Inc.: 
Arrangement for through movement of shipments from United States 
Pacific coast ports of loading of Gulf Pacific-Redwood Line to ports 
in Egypt, India and Persian Gulf served by Kerr Steamship Company. 
Through rates are to be as fixed by Kerr Steamship Company, sub- 
ject to minimum through rate of $9 per ton, weight or measurement 
on all cargo, except lumber, on which minimum rate is to be $25 per 
1,000 board feet and on shingles, on which minimum through rate is 
to be $22 per 2,000 pounds. Through rates to base ports are to be 
apportioned equally between the two lines, while on shipments to out- 
ports, differential or arbitrary ports Kerr Steamship Company is to 
receive the excess of the through rates over the rates to base ports. 
Cost of transhipment at Galveston or New Orleans is to be absorbed 
in equal proportion by the lines. 

Williams Steamship Corporation with Kerr Steamship Company, 
Inc.: Through billing arrangements covering shipments from Atlantic 
coast loading ports of Williams to ports in Japan, China, Philippine 
Islands, Dutch East Indies, Straits and Ceylon served by Kerr Line’s 
around the world vessels. Through rates are to be in accordance with 
direct line rates. Through rates to main ports served by Kerr are to be 
apportioned equally subject to minimum proportion to each carrier of 
$4.50 per ton, weight or measurement; to ports other than main ports 
Kerr is to receive the excess of the through rates over the rates to 


The Traffic World 


Vol. XLVII, No, 93 


main ports. Cost of transhipment at Los Angeles Harb 

cisco * to be absorbed the lines in equal proportion. or San Fran- 
Shepard Steamship Company with Elder Dempster & Co 

Ltd.: An agreement providing for handling shipments of cosa | beaw 


on through bills of lading from West African ports to United States ; 


Pacific coast ports. The through rate under the agree 

ad —_—— — 4 a =, ~~ be shared in equal prowogce® 

y the two lines, each of which is to assume one- 

transfer at New York. . mene half the cost of 
ollar Steamship Lines, Inc., Ltd., with Oceanic & 

gation Company: Provides for handling through A rire on 

United States Atlantic coast loading ports of Dollar Line to Austr lia 

and New Zealand, with transhipment at San Francisco — 

rates to be charged under the agreement are to be no less than 

applicable direct line rates and on — to base ports are t _ 

apportioned equally between the lines, n cargo to outports comune 

& Oriental Navigation Company is to receive the excess of the through 

rates over the rates to base ports. The cost of transhipment is to z 


assumed by the carriers in equal proportion, and the arrangement jg | 


subject to minimum proportion to base ports of not less than $7 

ton, weight or measurement to the Oceanic & Oriental] Navigation 
ae a hip Li Inc., Ltd., with Li : 

ollar eamship nes, Inc., -» wit oyd Royal B : 

agreement filed provides for the through movement of ‘shipments on 
Pacific coast ports of call of Dollar Steamship Lines to Antwerp, Bel- 
gium, with transhipment at New York. Through rates to be applied 
on shipments moving under the agreement are to be based upon direct 
line conference rates and are to be apportioned equally between the 
two lines, each of which is to absorb one-half the cost of transhipment 


American-Hawaiian Steamshi 
atlantic Line (Compania Transatlantica): Through billing arrange- 
ment covering movement of shipments from United States Pacific 
coast ports to Spanish ports of call of Spanish Transatlantic Line 
Through rates on cargo moving under the erent are to be based 
on direct line rates and apportioned equally between the two carriers 
each of which is to assume one-half the cost of transhipment at New 

ork. 


The following modified agreement was approved: 
North Atlantic Passenger Conference: The agreement which was 


modified covers transportation of passengers between European ports 
and the United States, and was approved by the board April 16, 1930. 


The modification authorizes member lines of the conference to grant | 
30 per cent reduction from third-class round trip rates to parties of | 


school boys and school girls including Boy Scouts and Girl Guides, 
The reduction is to be granted only to organized parties of ten or 
more children under nineteen years of age in charge of a responsible 
conductor, and return sailing must be begun not later than three 
months from date of outward departure. .The organizer of each party 
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and the Port of Baltimore 


Aerial View of Port Covington Terminal, Baltimore. 


Excellent Freight Handling 
Facilities at Baltimore 


The Western Maryland Railway is the 
shortest route from the Middle West 
to Baltimore, where connection is made 
with all coastwise lines. 


Climatic conditions are ideal. 
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its of any port on the Atlantic Coast. Vessels 
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is to be required to furnish a certificate as to the good faith of the 
party and certify that sanction to travel has been obtained from the 
parents or guardians of the children. When party consists of twenty- 
five or more, conductors are to receive one free ticket for each party 
of twenty-five; and when party consists of less than twenty-five but 
not less than ten the conductor may obtain one ticket at the school 
boy rate. No commissions or advertising allowances are to be paid to 
organizers. The proposed modification is to remain in force until 
December 31, 1932. 


NEW JERSEY LIGHTERAGE HEARINGS 


The Trafic World New York Bureau 


Additional witnesses representing manufacturing companies 
having plants in New Jersey submitted testimony calculated to 
weaken New Jersey’s plea for abolition of free lighterage in 
New York Harbor were on the stand in the final sessions of the 
lighterage hearings. Representatives of the interests of other 
ports, including Boston, Baltimore, and Philadelphia, also had 
opportunity to state their views. Rebuttal evidence will be 
presented at hearings in the St. George Hotel, Brooklyn, be- 
ginning July 9. 

That his company would be seriously handicapped in com- 
peting with refineries in Philadelphia and Baltimore, which 
have a differential under the New York rates, was the substance 
of the testimony of V. K. Raymond, traffic manager of the Na- 
tional Sugar Refining Company, operating plants at Edgewater, 
N. J., and Long Island City, N. Y., who was recalled to give 
additional testimony. If lighterage were abolished and charges 
went up, he said, his company might be forced out of the com- 
petitive field. 

His testimony was supported by that of H. R. Smith, traffic 
manager, General Foods Corporation, controlling a number of 
large food products subsidiaries, with plants at Hoboken. One 
of these subsidiaries, he said, moved from Minneapolis to Ho- 
boken because it was able to save $25,000 a year on an invest- 
ment of $250,000 on account of free lighterage. If it had to 
pay extra charges for this service, he maintained, it would have 
to reroute shipments through San Francisco, Philadelphia, or 
Baltimore. Asked by counsel for the Boston Port Authority if 
it would not use Boston in that case, he replied that in no case 
would it use Boston. 

Despite the fact that Boston, as well as New Jersey, is ask- 
ing the segregation of lighterage costs, it developed that Boston 
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business interests appear to be divided on the case. Francis J 
Dowd, transportation manager of the Associated Industries f 
Massachusetts, comprising 1,235 members, maintained the 
segregation of lighterage charges would result in building 
New Jersey ports and those of Philadelphia and Baltimore + 
the expense of Boston. New York, he said, was supreme a 
market for the handling of New England textile manufactures 
With 62 per cent of the clothing industry located there New 
York bought 64 per cent of the raw materials from New En 
land, he said. In order to compete with Southern trunk tines 
it was necessary for New England to have subnormal com. 
modity rail rates and, if the complaint were granted, shippers 
would have to bear an extra charge with an added burden on 
New England industry. 

Witnesses for Baltimore testified in opposition to any elimi- 
nation of its present port differential, while Philadelphia wit. 
nesses declared that any change in the relative rate structure 
would work havoc with Philadelphia business interests. 

in stating Baltimore’s position in the case, counsel for the 
Baltimore Association of Commerce made it clear that the port 
did not feel it should support either side, inasmuch as the com. 
plaints did not raise direct issues as between New York and 
Baltimore. It did contend, however, that, if the complaint were 
granted, Baltimore would still be entitled to its present differ. 
entials under Boston and the complaining New Jersey points, 

Among the witnesses whose testimony tended to show that 
Baltimore would be placed at a disadvantage as compared with 
Boston if the complaint were granted, were former Mayor 
Preston, of Baltimore, now chairman of that city’s Port De- 
velopment Commission; George H. Pouder, director of the Ex. 
port and Import Bureau of the Baltimore Association of Com. 
merce, and W. T. Medford, assistant director, Traffic and Trans- 
portation Bureau of the Baltimore Association of Commerce. 

George W. Edmonds, manager of the Philadelphia Ocean 
Traffic Bureau, was the principal Philadelphia witness. He 
described the rapid growth of Philadelphia as a port on the 
basis of port differentials. Anything done to change or unbal- 
ance the relative rate structure by giving a lower rate to New 
Jersey or Boston would seriously operate to the detriment of 
Philadelphia, he said. 

In the latter part of the hearings, another witness for a 
company operating New Jersey plants testified that segregation 
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of lighterage charges would damage his company’s business. 
He was George F. Hichborn, general traffic manager of the 
United States Rubber Company, operating plants in Passaic, 
Jersey City, Brooklyn and seven other states. Success of the 
New Jersey complaint, he said, would cause diversion of traffic 
to other ports and force his company to reroute its shipments 
in order to reach certain steamships. 

He said his company had no complaint of the rate adjust- 
ment from points 100 miles or more removed from the metro- 
politan district so far as the relationship of New Jersey points 
to New York points are concerned. 

“We have never felt that we suffered any injustice on this 
account in paying from our western factories the same rates to 
consignees to northern New Jersey as apply to consignees lo- 
cated in New York or Brooklyn,” he said. “We feel that a 
parity of rates to the metropolitan district is all right. As a 
matter of fact, in marketing in the metropolitan area, including 
both New York and New Jersey, the products we manufacture 
at our middle west plants, we consider it to our advantage to 
have equal freight rates throughout the area so that our prod- 
ucts can be sold without considering the freight rate to one 
section as compared with the freight rate to another.” 


PORT AND TERMINAL CHARGES 


The Bureau of Operations of the Shipping Board and the 
Board of Engineers for Rivers and Harbors of the War Depart- 
ment have announced the publication of their annual volume 
on “Port and Terminal Charges at United States Ports.” 

“The wide scope of the work and the detailed way in which 
the subject is treated make it a standard book of reference for 
those in the shipping world who require authentic information 
respecting port dues and charges throughout the United States,” 
says the Shipping Board. 

“Among other subjects covered in the volume just issued 
are pilotage, towage, dockage, harbor dues, port warden’s fees, 
fuel, stevedore and labor charges, wharfage, handling, storage 
and other services and charges at individual ports, with sum- 
marized information respecting physical features and commerce. 

“A similar volume, brought out by the Shipping Board and 
War Department in 1928, was so well received by shipowners 
and operators, importers, exporters, warehousemen and others 
interested in the movement of goods by water, that the supply 
soon became exhausted. The present volume embodies all the 
important changes made in port services and charges, and in 
similar items of information, since the publication of the 1928 
work.” 

“Port and Terminal charges” is issued annually as No. 1 
of the Miscellaneous Series, devoted to shipping subjects, and 
is designed for use in conjunction with the “Port Series’ re- 
ports, these latter covering some 70 of the more important ports 
of the United States and its possessions. However, the volume 
just issued contains data on several ports not heretofore included 
in either the “Port Series” or in the volume published in 1928. 

The present volume is divided into two parts. Part 1 con- 
tains information regarding charges assessed by the United 
States government, as well as the more impcrtant governmental 
regulations affecting the movement of vessels, freight and pas- 
sengers, these regulations generally being the same for all ports. 
Part 2 contains information in detail regarding charges and 
services at the individual ports, following a standard arrange- 
ment of subjects. 





INTERCOASTAL CONFERENCE 


The Shipping Board has authorized Chairman O’Connor to 
invite operators of intercoastal lines to meet with the board for 
a conference to seek a solution to the problems confronting the 
intercoastal trade. 

“Following dissolution of the U. S. Intercoastal Conference, 
serious rate cutting has been effected by some operators to the 
detriment of the entire trade,” said the board. “In inviting the 
carriers, the board is simply offering them the help of a con- 
ference from which it is hoped much benefit may result.” 


MYERS REAPPOINTED TO BOARD 


Jefferson Myers, of Oregon, has been reappointed as a 
member of the Shipping Board for a term of six years from 
June 9 by President Hoover. The nomination of Commissioner 
Myers will have to be sent to the Senate when Congress con- 
venes in December, but in the meantime the commissioner will 
serve under a recess appointment. 


COUZENS CALLS ON HOOVER 


Senator Couzens, chairman of the Senate interstate com- 
merce committee, called on President Hoover June 3, and dis- 
cussed matters pertaining to the railroads. He declined to dis- 
cuss the visit for publication. 
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Promotion of Glenn E. Taylor from district sy 
of terminals of the Federal Barge Lines to operating Manager 
of the Warrior division, Federal Barge Lines, Mobile, Aj, 
effective June 1, has been announced by Secretary of War fpr. 
ley. Mr. Taylor has been with the government barge lines since 
1920. 

Frederick M. Feiker, of New York, has been appointed 
director of the Bureau of Foreign and Domestic Commerce g 
the Department of Commerce by President Hoover, succeeding 
William L. Cooper, who will resume the duties of his former 
position as commercial attache at London, England. Mr, Feiker 
was assistant to the Secretary of Commerce when Mr. Hoover 
was secretary. 

A. E. Clift, president of the Central of Georgia and former 
senior vice-president of the Illinois Central, died in Savannah 
Ga., May 30. He was buried in Urbana, IIl., June 2. Mr. Clift 
entered railroad work as a brakeman in 1888. He became senior 
vice-president of the Illinois Central in 1924 and was elected 
president of the Central of Georgia in 1929. 

G. F. Butler has been appointed general traffic manager, 
Norfolk & Western. E.S. Moore has been appointed coal traffic 
manager and O. W. Cox has been appointed freight traffic man. 
ager. F.H. Pitman has been appointed general freight agent at 
Roanoke, Va., succeeding Mr. Cox. 

J. L. Gressitt, superintendent of the Pennsylvania's Sunbury 
division, in the Eastern region, since December, 1929, hag been 
appointed superintendent of the St. Louis division, with head. 
quarters at Terre Haute. He succeeds R. P. Graham, who be- 
comes engineer, maintenance of way, of the Central Pennsyl. 
vania division. E. C. Gegenheimer succeeds Mr. Gressitt as 
superintendent of the Sunbury division. In recent months Mr. 
Gegenheimer has been trainmaster of the Akron division, Cen- 
tral region. 

Charles C. Cameron, freight traffic manager, Illinois Central, 
has been appointed to the newly created position of general trai- 
fic manager. V. D. Fort, assistant traffic manager, succeeds Mr. 
Cameron as freight traffic manager. F. H. Law, assistant freight 
traffic manager, succeeds Mr. Fort as assistant traffic manager. 

Frank Pattie has been appointed assistant general freight 
and passenger agent, St. Louis Southwestern, at Little Rock, 
Ark., succeeding A. H. Merck, transferred. S. D. Arnett has 
been appointed general agent, with headquarters at Pine Bluff, 
Ark., succeeding Mr. Pattie. 

P. W. Coyle, traffic commissioner of the St. Louis Chamber 
of Commerce, celebrated twenty-five vears of service with that 
organization last month. He took his first railroad job 41 years 
before he went to the Chamber of Commerce in 1906. 

A. W. Nelson has been appointed general western agent, 
Chicago Great Western, with headquarters at San Francisco. 
G. R. Gregg has been appointed general agent, with headquar- 
ters at Kansas City, succeeding Mr. Nelson. 
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Doings of the Traffic Clubs 





Harvey B. Myer, director of English courses, LaSalle Ex: 
tension University, was the speaker at the monthly meeting 0 
the Junior Traffic Club of Chicago at the Palmer House im* 
A golf outing will be given at the Biltmore Country Clut 
June 25. 





The weekly luncheons of the Traffic Club of Wichita have 
been suspended for the summer. A joint luncheon with ™ 
Trans-Missouri-Kansas Shippers’ Advisory Board will be #1" 
at the Allis Hotel June 19. 





“Railroad Night” will be observed by the Pacific “= 
Association at the Palace Hotel, San Francisco, June 9. it 
program is being kept secret, but something wnusua! © 
promised. j 





The sixth annual banquet of the Women’s Traffic — 
Los Angeles was given at the Mayfair Hotel May 27. "7" 
entertainment and favors were features. Mab C opeland . ‘ot 
man was the guest speaker, having as her subject, Laws 


Women.” New officers were installed. A huge birthday cal 
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the gift of Fred A. Hooper, district manager of the American- 
Hawaiian Steamship Company, was presented by Ann Boeking. 

“Traffic Solicitation by Common Carriers’ was the subject 
presented by the educational committee of the Traffic Club of 
Newark at a meeting June 1 at the Chamber of Commerce As- 
sembly Hall. This was the second of a series of educational 
features by the committee. The subject was presented under 
three subdivisions, as follows: “Principles of Solicitation— 
Are They Economically Sound,” by Edward F. Neagle, Lehigh 
Valley, New York; “Qualifications of a Soliciting Representa- 
tive,” by Joseph K. Maxham, Charms Company, Bloomfield: 
“Solicitation Should Be Mutually Beneficial,” by Walter W. 
Weller, Weyerhaeuser Timber Company, Port Newark. At the 
invitation of President Hildebrand, Dr. William E. Caffrey and 
Robert L. Hatfield, representing the Civics Club Council, ex- 
plained the origin of the council and its functions, particularly 
with reference to its “Boys’ Week” activities, and urged con- 
tinued participation by the Traffic Club. At the close of the 
business session entertainment was furnished. Fhe golf com- 
mittee, John Kirkpatrick, chairman, reported a golf tournament 
will be held at the Shackamaxon Country Club June 23. Prizes 
will be awarded. Twelve new members were elected, bringing 
the total for the fiscal year, which began in November, to 
eighty. 





Club, Stamford, Conn., has recently 
who is president of the 
Mr. Wright spent 


The Stamford Traffic 
elected as president J. N. Wright, 
Electric Specialty Company of that city. 
twenty-one years of his life on a 
Georgia farm, until he took the position 
of janitor with the railroad commission 
of Georgia, while the railroad or public 
utility commissions were still practi- 
cally in their infancy. He was soon | 
promoted to the position of clerk, after | 
which he was connected with the Cen- 
tral of Georgia Railroad for about ten 
years, being employed first in the ac- 
counting department and later as 
freight ticket agent, Dublin, Ga. He 
was employed as claim clerk in Jack- 
sonville, Fla., for about a year. He 
also spent a year with the Southern 
Weighing and Inspection Bureau in 
Atlanta. For the last fifteen years he 
has been connected with the Electric 
Specialty Company of Stamford, which 
company he helped organize, and of 
which he is now president. The Stam- 
ford club was formed not long ago, and it looks forward to a 
year of growth and expansion. 














The San Diego Traffic Club held a meeting at the Cabrillo 
Cafe May 26, with its president, W. C. Ricks, local representa- 
tive of the Williams Diamond Lines, as toastmaster. Enter- 
tainment was furnished by the Gifford Olive Works, local 
industry, which presented moving pictures of the olive industry, 
banana industry and fishing in the Gulf of California. The 
pictures were explained by Orville Gifford. The following 
officers were elected: President, Charles J. Gamble, Merchants 
and Manufacturers Traffic Association; vice-president, J. J. 
Reynolds, Lyon Van and Storage Company; secretary, A. F. 
Chessman, traffic department, S. D. & A. Ry.; treasurer, P. A. 
W. Boyle, Holzwassers, Inc. 





Dr. Stephen K. Mahon, of the Toledo Edison Company, was 
the speaker at the meeting of the Toledo Transportation Club 
at the Hotel Secor June 1. Dinner was served and there was 
musical entertainment. 

The eleventh annual outing and golf tournament of the 
Traffic Club of Tulsa will be given at Sand Springs Park June 
16 and 17. 





At a meeting of the Oklahoma City Traffic Club at the 
Y. M. C. A. June 1, T. B. Hendricks reported on the semi-annual 
meeting of the Associated Traffic Clubs of America at Chicago. 
There was music and entertainment, as well as dinner. 





A joint meeting of the Junior Traffic Club of St. Louis with 
the Junior Advertising Club, Junior Chamber of Commerce and 
Junior Credit Men was held at the Chase Hotel June 5. Gov- 
ernor Henry S. Caulfield, of Missouri, was the speaker. 





J. R. Cochran, president, Cameron Transfer and Storage 
Company, and a director of the National Furniture Warehouse- 
men’s Association, spoke on “Storage, Handling, and Shipping 
Household Goods” at a weekly luncheon of the Transportation 
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Club of St. Paul at the Hotel Lowry June 2. 
designated ‘Warehouse Men’s Day.” 
showing of a moving picture film. 


The Occasion was 
Entertainment included 


The Traffic Club of New York will give a golf outing at the! 
Canoe Brook Country Club June 9. There will be morning ang 
afternoon play, with prizes. 

The monthly meeting of the Peoria Transportation Club 
was held at the Elks’ Club May 28, with an attendance of a 
hundred and thirty. An unusual program of entertainment Was 
presented by the Premier Malt Company. The club has adopted 
the plan of giving supervision of club programs, alternately 4, 
railroad and shipper members. The annual picnic will be given 
June 25. Golf will be played in the morning and afternoon 
the Mt. Hawley Club and a picnic will be given at the North 
Shore Country Club. 

The Traffic Club of Chicago will have a golf outing, with 
twenty major prizes for winners, at the Olympia Fields Country 
Club June 12. 





The Traffic Club of Kansas City 
ful Wildwood Lake June 11. 


will give a dance at Beauti. 





The seventh annual meeting and installation of officers of 
the Traffic Club of St. Louis will be held jointly with the pregj. 
dents’ banquet and ball of the American Association of Railroad 
Superintendents at the Hotel Jefferson June 10. Dr. C. Oscar 
Johnson, pastor of the Third Baptist Church, will be the speaker 
for the traffic club, and Samuel O. Dunn, editor of the Railway 
Age, will be the speaker for the superintendents’ association, 
There will be dancing and entertainment. The weekly luncheon 
of the club at the Jefferson Hotel June 1 was “home coming” 
for all charter members and past presidents. 


CHICAGO SHIPPERS’ ACTION 


House bill 1016, pending in the [Illinois legislature, was 
approved at the monthly meeting of the executive committee 
of the industrial traffic division of the Chicago Association of 
Commerce June 3. The bill is designed to negative the effect 
of the decision of the Supreme Court of Illinois in the so-called 
Peoria coal cases. The effect of that decision was to rule out, 
as competent evidence, rate comparisons as a measure of the 
reasonableness of rates under attack before the state commis- 
sion. The court said that, to have probative value, evidence 
involving rate comparisons must include a showing that the 
rates used applied under similar transportation conditions, 
which has been interpreted as meaning that that similarity 
must extend to almost microscopic details of track grade, curva: 
ture, etc. The pending legislation would establish the value of 
rate comparisons as evidence, without any such minute show 
ing. 

Other bills in the state legislature, of which there are sev 
eral, amending the Illinois commerce act, were the subject of 
considerable discussion. A report of the legislative committee 
that further study be given to house bills 1017, 1018, and 101! 
was approved. 

Opposition to the passage of any restrictive legislation 
affecting highway carriers was expressed in a motion adopted. 
occasioned by bills under discussion in the legislature proposilé 
restrictions on weight and length of common carrier trucks 
and proposing increases in common carrier vehicle taxation, 4 
well as other changes in law. It was suggested that the leg- 











Speeding Up Progress for 
Traffic Managers 


Big business institutions are on the lookout for men who - 
save them money. LaSalle training in Traffic Managemen 
equips a man to demonstrate unusual savings—and ~ 
result to advance rapidly in his profession. C. E. Veth, 
Traffic Manager of the Smith Agricultural Chemical _ 
pany, Cleveland, Ohio, saved his firm $10,600 in overchare’s 
through his newly organized traffic department. My oth 
sequent salary-increase of 200 per cent,’’ writes Mr. Ve of 
“is due in large measure to the study and applicatifn 
your training.’’ Whether you have been in traffic wor pee! 
many years or are just entering this profitable field, youn 
LaSalle’s 64-page booklet, “Opportunities in Traffic anag 


ment.” Send forit today. It’s FREE. Address Dept. 695-T 
LaSalle Extension University, Chicago; Ill 
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HIPMENTS under through bills of lading 

are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 


Customs Agencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, Texas, which are fully equipped to handle all 
shipments. The employment ofthese agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 


Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination onadaily fast freight trains. 


For Complete Information 
Communicate with 


F. P. De Hoyos, Gen. Agt. 
1515 a Bidg. 
New York City 


F. N. Puente, Gen. Agt 


Railway po Bldg. 
St. Louis, Mo. 


A. Horcasitas, Com. pe. 
414 Whitney Bank Bidg. 
New Orleans,,La. 
Room 1520, F. Alatorre, Com. " 
Two-O-OneNorthWellsBidg. 815 Pacific Electric Bidg. 
Chicago, Illinois Los Angeles, Calif. 


53 Hours 
67 Hours 


Laredo to Mexico City. . . 
Eagle Pass to Mexico City 


101 Hours 
69 Hours 


El Paso to Mexico City . . . 
Brownsville to Mexico City 


was 


“Mm NATIONAL RAILWAYS OF MEXICO 
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“|Route BILL OF LADING , 
= LAO J (jy TO EXPEDITE YOUR 


irva- 
e of 
how- 113 ete 4 

Domestic Straight Bill of Lavine adopted by Carriers te Oficial, Southern and Western Classification Tersiiories, Mareb , 
sev UNIFORM STRAIGHT BILL OF LADING Shippers We. 
' of PRESCRIBED BY THE INTERSTATE COMMERCE COMMISSION) ¥ 
te ORIGINAL—NOT NEGOTIABLE Agest’s - 


1019 Railroad Company 


RECEIVED, subject to the classifications aud tarifis in effect on tbe date of tbe issue of thie Bill of Leading, 


ation Mr. Traffic Manager: om — 
pted, ’ From 
sing We know that some Com- tay 
ucks gra traffic managers hesi- 
¢ * . ~ party at any time interested im ell or any of said property. that every service to be perf 
eg sihhing prsr: Pango: agg Sol Saree Stamp ote ea eae ee oe 
s in Bills of Mail oF etree address of cousiguee—For purpoe, meee | 


SHIPMENTS 


You need have no fear in 
Le routing your shipments Via 
the Peoria Gateway. P. & P. 
U. Ry. Intermediate switch- 
ing charge of $3.00 is named 
in Agent E. B. Boyd’s Tariff 
152-H—I. C. C. No. A1805 
and is absorbed by line haul 


. ip appar=nt good order. except as noted (contents and condition uf contents of pecks, 
kages unknown) Jowked, 
as indicated below. whirb anid compeny (the word he ‘ r ‘ean- 
—— —_ a re company being understood turoughout this contractfin 
destination, if op its own road or i 
mutually agreed, as to mr gam of all or anr of said proper.y over all or any portion of said route to destination, arf e* t 


lading on account of fear 
of possible overcharges when 
intermediate switching car- 
ner is not always shown as 
4 concurring carrier in road 


haul tariffs nami joi 
ee. ing joint 





carriers under their absorp- 
tion tariffs. (I. C. C. Confer- 
ence Ruling No. 341.) Simply 
mark your Bill of Lading Via 
Peoria, Illinois, and P. & P. 
U. will speed the interchange 
between line haul carriers. 


Switching Service Between 


Peoria and Pekin Union Railway Company 

Atchison, Topeka & Santa Fe Railway Company 

Chicago & Alton Railroad Company 

Chicago & Northwestern Railway Co. 

Chicago, Burlington & Quincy Railroad Co. 

Chicago and Illinois Midland Ry. 

Chicago, Rock Island & Pacific Railway Company 
Cleveland, Cincinnati, Chicago & St. Louis Railway Company 


Inquiries solicited. Address E. F. STOCK, Traffic Manager, Union Station, Peoria, IIl. 


PEORIA AND PEKIN UNION RAILWAY COMPANY 


Illinois Central Railroad Company 

Illinois Terminal R. R. System. 

Minneapolis & St. Louis Railroad Company 

New York, Chicago & St. L. R. R. Go. (L. E. & W. Dist.) 
Pennsylvania Railroad 

Peoria Terminal Company 

Toledo, Peoria & Western Railroad 
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islature should appoint a special committee to give scientific 
study to problems of truck legislation before any legislation of 
that kind was passed. It was pointed out that proposals before 
the legislature had shown extreme variation in what they pro- 
posed; that, apparently, the weight and other limitations sug- 
gested had been “picked out of the air,’ rather than based on 
a scientific approach to the problems. 

The highway committee briefly reported that the question 
of extending truck trap car service to all industries in the 
Chicago district had been docketed by the Western Trunk Line 
Committee and advised that persons interested make arrange- 
ments for representation at the hearing expected in the near 
future. A truck trap car service, substituting a truck move- 
ment for rail, has been instituted at Chicago in the last two 
months by six western lines. The service, as begun, applies 
only to industries having rail sidings. The proposal before the 
committee now is that the service be made available to all in- 
dustries, whether they have rail siding or not. 


INCREASED RAIL RATES 


Presidents and other high officials of some twenty-three 
western railroads met at Chicago June 1 to hear a report on 
ways and means of increasing railroad revenues prepared by 
traffic officials in response to action of the Railway Executives’ 
Association at its meeting in Chicago May 8. In a sense, the 
meeting may be regarded as complementary to meetings of the 
committee of eastern railroad presidents in New York last week, 
at which “the question of what increase in freight rates is 
necessary to meet the present emergency” was referred to vari- 
ous traffic,-legal and accounting committees. 

Though little could be learned as to the action, if any, taken 
at the Chicago meeting, it was reported that sympathetic con- 
sideration was given to the proposal to ask a horizontal increase 
of 10 per cent in rates, which is said to have been looked on 
with favor by the eastern executives in their recent meetings. 
There is, undoubtedly, from what can be learned, still consid- 
erable disagreement among western officials on that point, but 
the disposition expressed at the meeting appears to have been 
that uniformity between action of the eastern and western roads 
was desirable—even, perhaps, to the extent of suggesting that 
the western roads might be expected to go along with whatever 
plan may ultimately be worked out in the east. 








Cost—$6,000,000. 
Length—90 miles to the sea. 
Depth—26 feet. 
Width—100 feet at bottom. 

300 feet at surface. 
Curves—5,000 ft. minimum radius. 
Marked and lighted. 


Industrial waterfront 
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PORT—Now Under Construction—To Be Completed 1933 


TERMINAL FACILITIES 


Docks—14,000 feet—Ultimate. 
1200 feet—Immediate. 


acres. 
Railroad—Public Belt Line 

20 miles main line—Ultimate. 

5 miles—Immediate. 
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It was informally stated that a committee woulq be 
pointed to represent the western roads in conferences with ba 
eastern officials, in an effort to work out the problem on e 
mutual basis. In the meantime, informal exchange of beth 
between the executives in the two territories is anticipateg : 
J. W. Higgins, chairman of the Western Association of Raji 
way Executives, presided at the meeting, which had before it a 
report prepared by traffic vice-presidents, representing a detailed 
examination of the rate structure, the result of a series of meet. 
ings held by them. Those attending the meeting emphasized 
the difficulty of making a proposal for increased rates that would 
actually mean increased revenue, in view of existing economic 
and competitive facts. 


The committee appointed by the Eastern Presidents’ 


Ccnference to take action with respect to the proposed advance § 


has taken steps to obtain the cooperation of shippers, as far 
as possible. 


surance Was given that the application of the railroads, afte; 
approval by the carrier executives June 5, would be discussed 
with the shippers before presentation to the Commission. The 
traffic executives were headed by Charles J. Bristor, vice-pregi. 
dent of the New York Central. W. H. Chandler, of the New 


York Merchants’ Association, headed the executive committee © 


of the Traffic League. 
While the railroad conference May 27 was concerned pri- 


marily with the matter of increased rates, it is understood that = 
curtailment of passenger service was also under consideration. © 


The roads are expected to move shortly to discontinue certain 
trains that they are now operating at a loss. 





DETROIT SHIPPERS’ CONFERENCE 
The annual meeting and election of officers of the Detroit 


Board of Commerce District Shippers’ Conference will be held | 


at the Statler Hotel, Tuesday, June 9, 12:15 p. m. President 


W. I. Nokely, traffic manager of the Michigan Alkali Company, } 
will make his annual report of the activity of the committees 7 


of the conference that have been dealing with various phases 
of transportation during the past fiscal year. 

The nominating committee has selected C. R. Scharff, traffic 
director of the Chevrolet Motors Corporation, for the presi 
dency; L. J. Armstrong, traffic manager, 


PORT or STOCKTON 


Distributing Center of 
PACIFIC COAST EMPIRE 





THE LOGICAL SITE 
FOR 


FORWARD-LOOKING INDUSTRIES 






Through the comprehensive development 
of the port, there has been made available 
10,000 acres of reasonable priced level 
water-front industrial sites as shown on the 
accompanying map, all of which will be 
served by the public belt railroad on the 
rear as well as adequate truck highways. 
In this industrial area there will be 18 miles 
of waterfrontage on the main channel and 
| 24 miles of potential waterfrontage on the 
side channels, thus making a total water- 
frontage of 42 miles which can be developed 
at a very low cost. 
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FOR FURTHER INFORMATION 
CHAMBER OF COMMERCE 


acreage, 10,000 


DIRECTOR OF THE PORT 


STOCKTON, CALIFORNIA 




















A group of traffic officials met with the executive & 
committee of the National Industrial Traffic League, and as. 9 
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CALMAR LINE 


INTERCOASTAL SERVICE 
ARRIVES 


STEAMER Seattle 
. : a 
Tacoma 


3 NEW ELECTRIC LINERS 


ALL 33,000 TONS IN SIZE 


5 
$5. CALIFORNIA 5S.S. VIRGINIA YORKMAG | 13 | SAILED uly 


jatuen iene SUspe aha Spek hoa hl 
une une uly uly uly 16)/July uly 
Ss. Ss. PENNSYLVANIA ae June 16]/June 25jJuly 18jJuly 23jJuly 26{/July 30jAug. 
Itinerary: New York-Havana- Panama Canal-Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. 


Regular fortnightly sailings. 13 Days Coast-to-Coast in (Subject to change without notice) 
either direction. Thoroughly modern freight facilities 


and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying HOW CAN we BEST SERVE YOu 7 
automobiles uncrated as baggage. e 


Proposed Sailing Dates 
* * 
from New York from San Franciaoo*Los Angeles Calmar Steamship Corporation 
Pennsylvania June 13; July 25 Virginia . . June20;Aug. 1 


California . June 27; Aug. 8 Pennsylvania July 4; Aug. 15 For Information regarding rates, etc., apply to n e: 
Virginia. . July 11;Aug.22 California . July 18; Aug. 29 ° ° . : an 


a MOORE & McCORMACK CO., GEN. AGT8. SWAYNE AND HOYT, INC., AQTS. 
and fortnightly thereafter ‘ Baltimore, Md., 15 8. Gay St. Les Angeles, Cal., 631 central Bid 
from Los Angeles 2nd day following Chicago, I11., 140 8. Dearborn St. Sate Gh. tt ant Geen oe 
Detrolt, Mich., 2001-2 Industrial Bk. Bidg. > awe an le 
Portland, Ore., 911 Bd. of Trade Bldg. 


Cd kd rd Peltasatebice ‘oa 7 Bidy. San Francisco, Cal., 240 Front St. 
Onoma Ocs { [bg ne Pittsburgh, Pa., Oliver Bidg. Seattle, Wash., 1519 Railroad Ave., South 
Regular Piers 
* ALL NEW STEAMERS »* Atlantic Coast Pacific Coast 


INTERNATIONAL MERCANTILE MARINE COMPANY Baltimore—Plar 7, Western Md. fy, Port Los Angeles—230-B Terminal island 


Pier 61 North River, New York City 1Broadway, New York City Covington Portiand, Ore.—No. | Oceanie Terminal 
(West 23rd St.) Tel. CHelsea 3-6760 Tel. Digby 4-5800 Philadelphia—Pier 27-N, Reading Co. San Franoisco—Pler No. 48- 
Chieago, 180 N. Michigan Ave. Boston, 84 State St. Seattie—Atiantic Dock Terminal 
Philadelphia, Public Ledger Bldg. Baltimore, Chamber of Commerce Bldg. 
San Francisco, 311 California St. Los Angeles. Central Bidg. 


A STRAIGHT LINE 


is the shortest distance between 
shipper and consignee 


nd 


HOUSTON 


is the “straight-line route” for all the central 
United States. Look up schedules and rates 
and see what the actual savings in time, and 
cost of transportation, switching, demurrage, 
etc., routing via Houston will mean to you. 


Send for the 
HOUSTON 
PORT BOOK 


DIRECTOR OF THE PORT 


5th Floor, Courthouse 
HOUSTON .. . TEXAS 











For instance— 


this is the way we handle 
sug ar— 


Sugar comes to us by barge and by rail. Evansville 
is the center of a tremendous market for sugar—and 
other commodities—and as a result our terminal is 
located in a most advantageous spot for the holding 
of stocks for later distribution, by whatever is the 
most economical and efficient means, to its ultimate 
destination. 


Sugar—or for that matter any other merchandise— 
should be handled as little as possible. For that 
reason individual sacks are handled only twice in 
transfer from incoming to outgoing transportation— 
no matter how long we hold it in storage. When 
it arrives in barges it is placed on maple skids in the 
barge hold and on those skids it remains through all 
movement and storage. It is stowed in nce or 
freight cars for final distribution directly from those 


skids. 


All year round the stoker-equipped heating plant, 
illustrated above, keeps our sugar storage at the right 
temperature—and dry. 


No matter what commodity you have coming to the 
Evansville territory rest assured it will be handled 
properly and, above all orders for distribution are 
handled expeditiously. We designed this plant and 
equipped it mechanically throughout for that purpose. 


Rates and details of our service, as they apply to 
your distribution, should be of interest to you and 
we will gladiy give them to you on your request. 


MEAD JOHNSON 
TERMINAL CORPORATION 


J. D. Beeler, Vice-Pres. and Gen'l Mgr. 
1830 West Ohio St. Evansville, Ind. 





PAGE 1402 The Traffic World ——— 1°. XLV no, 























































| 
for first vice-president; C. J. Davitt, traffic manager, Bud : 
Wheel Corporation, second vice-president, and Leonard ' 
Simms, of the board’s transportation department, for secretary 


Following election of officers, Director Frank J. Armstrong f 


chairman of the transportation committee and traffic Manager 
of the U. S. Radiator Corporation, will speak on “The Relation a 
Between Shippers and Carriers.” ie 
Joseph H. Beek, executive secretary of the Nationa] Indus. 
trial Traffic League, will talk on the subject, “Aims, Functions 
and Accomplishments of the National Industrial Traffic League ; 


REVENUE FREIGHT LOADING 


Loading of revenue freight for the week ended May »» 
totaled 755,071 cars, according to the car service division of the 
American Railway Association. This was an increase of 7,339 e 
cars above the preceding week this year but a reduction of é 
174,535 cars under the corresponding week last year and a re. 


duction of 307,017 cars below the same week two years ago, §f 

Revenue freight loading by districts the week ended May 
23 and for the corresponding period of 1930 was reported asi 
follows: s 

Eastern district: Grain and grain products, 5,557 and 6,353: live 
stock, 1,680 and 2,157; coal, 31,910 and 37,160; coke, 1,417 and 5 197. 
forest products, 2,437 and 3,526; ore, 740 and 5,340; merchandise. Oe 
C. L., 61,550 and_ 67,525; miscellaneous, 71,358 and 92,277; total, 193) im 
176,649; 1930, 216,535; 1929, 251,760. . el 

Allegheny district: Grain and grain products, 2,675 and 2,926: liveme 
stock, 1,365 and 1,678; coal, 29,738 and 34,497; coke, 3,326 and 4.539- i 
forest products, 1,771 and 2,759; ore, 1,869 and 10,719: merchandise 
L. C. L., 45,768 and 52,348; miscellaneous, 61,017 and 81,012; tot 
1931, 147,529; 1930, 190,498; 1929, 223,643. 

Pocahontas district: Grain and grain products, 241 and 231: livers 
stock, 92 and 115; coal, 28,975 and 35,410; coke, 199 and 325; foresta™ 
products, 828 and 1,362; ore, 204 and 312; merchandise, L, C. L.™ 
6,196 and 7,016; miscellaneous, 7,254 and 7,856; total, 1931, 43,9997 
1930, 52,627; 1929, 59,240. _ 

Southern district: Grain and grain products, 3,306 and 4,078: | 
stock, 1,138 and 1,328; coal, 13,578 and 17,193; coke, 404 and 426: fo 
est products, 10,134 and 14,832; ore, 767 and 968; merchandise, L. ¢. 
L., 36,701 and 38,801; miscellaneous, 45,266 and 47,901; total, 1931, 111 
294; 1930, 125,527; 1929, 141,600. 

Northwestern district: Grain and grain products, 8,442 and 9,37 
live stock, 5,716 and 6,222; coal, 4,362 and 4,952; coke, 1,038 and 1 
forest products, 8,459 and 13,934; ore, 14,321 and 36,290; merchan 
L. C. L., 27,667 and 31,782; miscellaneous, 31,324 and 42,261; tota 
1931, 101,329; 1930, 146,401; 1929, 167,760. 

Central Western district: Grain and grain products, 11,503 

11,131; live stock, 7,910 and 9,540; coal, 5,658 and 7,501; coke 
and 133; forest products, 6,269 and 9,186; ore, 2,477 and 3,130; m 
chandise, L. C. L., 29,451 and 33,303; miscellaneous, 47,110 and ii, 
total, 1931, 110,550; 1930, 129,280; 1929, 141,512. 

Southwestern district: Grain and grain products, 4,857 and 4,681; 
live stock, 2,117 and 1,762; coal, 2,512 and 3,162; coke, 69 and 138% 
forest products, 3,745 and 5,636; ore, 352 and 527; merchandise, L. 
C. L., 14,967 and 15,498; miscellaneous, 35,112 and 37,334; total, 1931 
63,731; 1930, 68,738; 1929, 76,573. We: 

Total, all roads: Grain and grain products, 36,581 and 38,770; lives 
stock, 20,018 and 22,802; coal, 116,733 and 139,875; coke, 6,625 and 9.368% 
forest products, 33,643 and 51,235; ore, 20,730 and 57,286; merchandise, 
L. C. L., 222,300 and 246,273; miscellaneous, 298,441 and 363,997; tots 
1931, 755,071; 1930, 929,606; 1929, 1,062,088. : Fi 

Loading of revenue freight in 1931, compared with the twoy 


previous years, follows: 
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1931 1930 
Five weeks in January............ 3,490,542 4,246,552 
Four weeks in February ......... 2,835,680 3,506,899 
Four weeks in March............ 2,939,817 3,515,733 
POUr Weens th APTI. ..... 60.006 s:00 0s 2,985,719 3,618,960 
. . f 2 =g Se 775,291 942,674 sv 
Co a SO 2 re ree 747,449 932,346 ~ 
a Oa en 747,732 928,759 “ye 
WOU OF DORF Sb vo 6iicctssceecccvs 755,071 929,606 1,062,08 
PEE wipwer eed eawws ew crea aa 15,277,301 18,621,529 90,352, 24 q T 


Docket of the Commission 


DE 


NOTE—Items in the Docket marked with an asterisk (*) — 
been added since the last issue of The Traffic World. New assid 


ments now on the Commission’s docket of dates later than he 
shown will not bear asterisks when they do appear. Ry thi 


and postponements announced too late to show the c 

Docket will be noted elsewhere. 

June 8—Washington, D. C.—Examiner Rogers: 

* 24050—A. Johnston, Grand Chief Engineer of Bro 

motive Engineers, and D. D. Robertson, President 0 
of Locomotive Firemen & Engineers, vs. A. ©. L. 
(adjourned hearing). 

June 8—Washington, D. C.—Examiner Disque: oat e 

1. & S. No. 3596—Allowances for stacking fresh fruits and veé' 
tables at New York, N. Y. 

June 8—Dallas, Tex.—Examiner Davis: ; corthern RY 
Finance No. 8629—Application Groveton, Lufkin & Nor 

for authority to- abandon its railroad. 

June 8—Washington, D. C.—Examiner Brinkley: on & Unionvil 
Finance Dkt. No. 3827—Excess income of Middletown & 

R. BR. Co. 

June 8—Kansas City, Mo.—Examiners Snider & Naefe: F. Ry 
21654—Kansas Flour Mills Corporation vs. A. T. & 8.. “Ry. et 2 
19530—White Eagle Oil & Refining Co. vs. A. T. & >. Fr BY. et al 
18460—Community Service Station Co. vs. A. T. & S. cunt of FP 

(further hearing, for sole purpose of determining yen 
aration due complainants under findings in these ¢@ . 


therhood of Loc 
Brotherhoo 
R. R. et 2 
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a 
DIRECTORY OF ATTORNEYS AT LAW PRACTICING 
BEFORE THE INTERSTATE COMMERCE COMMISSION 
Dee aaa aaa a 


H. D. DRISCOLL 


Commerce Counsel 
and Attormey 
Philcade Building, Tulsa, Oklahema 


Oklahema Gity Office: 
709-18 Cetten-Grain Exchange Building 


HARRY C. AMES 


ATTORNEY AT LAW 


JOHN C. FOSTER 


ATTORNEY AT LAW 
720 Shepherd St. —IZ— 
Washingten, D. C. INTERSTATE COMMERCE GLAIMS 
—A 


Specializing in Interstate Commerce and 
Federal Departmental Practice 


THOMAS L. PHILIPS 
ATTORNEY AT LAW 


PAYSOFF TINKOFF 


ATTORNEY AT LAW 


—AND— 
CERTIFIED PUBLIC ACCOUNTANT (ILL.) 
N. W. SPECIALIZING 


ND— 
FEDERAL TAXES 
1540 BUILDERS’ BUILDING CHICAGO, ILL. 


WARREN H. WAGNER 
ATTORNEY AT LAW 


Especial tien te matters before Inter- 
Successor te Keene & Ames cue Gunmen and Seiad fogs tomas | Investment Building, Washington, D. C. 


F Atterney and Examiner 
i Cemmerce Commissien 


sions, rates, price fixing 
PRACTICE IN ALL COURTS 


Transportation Bldg., Washington, D. C. | Liberty Central Trust Ce. Bldg., ST. LOUIS, MO. 


and valuation. 
Fermerly Assistant Chief Examiner 


Interstate Commerce Commission 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC, 
COMMERCE AND VALUATION EXPERTS AND SPECIALISTS 


HENRY J. SAUNDERS 


CONSULTING ENGINEER 


| Cost and Statistical Analyses—Matters Relating 
te Rates—Censelidatiens and Valuatiens 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. 6. 


1930 Broadway 
Oakland, Calif. 


in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 





m1 Storers, Distributors and Forwarders 
rm of General Merchandise 


175,000 Square Feet Floor Space 


oN: a 1709 East Cary Street 
TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, MISSOURI 
GEOGRAPHICALLY 


LOCATED TO RENDER 
DISTRIBUTORS 


DISTINCTIVE WAREHOUSE 
AND FORWARDING 
SERVICE 


Employee Household 
Removals 
Office Removals 
NATIONWIDE SERVICE 


Utmost 
responsibility 
assured. 


Consult your 
Telephone directory 
for local agent 


ALLIEDVAN LINES 


BISHOP & BAHLER 


Incorporated Sept. 16, 1914 
TRAFFIC MANAGERS 


All Traffic and Transportation Matters 
Interstate Commerce and State Commission Cases 
E. W. HOLLINGSWORTH 

Commerce Attorney 


1006 Fifth Street, Sacramento, Calif. 
Head Office: 869 Pine Street 
San Francisco, Calif. 


| YOUR ANNOUNCEMENT | You can reach Traffic World 
| readers each week 

Through the use of an advertise- — P.O. Ben 
ment in this space at the small 


expense of about one-fortieth of 
a cent per subscriber. 





T. D. GEOGHEGAN 
COMMERCE SPECIALIST 
Matters Before State and Federal 
Commissions and Departments 


TRANSPORTATION BUILDING 
WASHINGTON, D. 6. 


JEROME E. LANE 


Engineer- Accountant 
FEDERAL VALUATION OF RAILROADS 
(Chleage Suburb), Ili. 


5 and ) mM Mise. ie 
Specialist on Raliroad 


a isal d t 
Registered Praviitioner HAs tenon Commission 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 
Rates and Routin All in One Book! 


G. R. Leonard & Co. 


155°N. Clark St., Chicago 


Chieago’s and Kansas City’s 


Merchandise *« gy ARESOUSE 
RMINAL sas OF™" 


BA 
Pool Car 
2000 Cerload ~Distribution 





Distribution—Storage— 
Forwarding of 
General Merchandise 


S. N. LONG WAREHOUSE 


SAINT LOUIS, MISSOURI 
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June 8—Denver, Colo.—Examiner Johnson: 

23847 (and Sub. 1 and 2)—Denver Fire Clay Co. vs. Apache Ry. et al. 
June 9—Washington, D. C.—Commissioner Tate and Examiner Mullin: 
* 24092—-In the matter of proposed changes in rates and regulations 

affecting four-class mail matter (adjourned hearing). 


June 9—Denver, Colo.—Examiner Johnson: 
24310—Heinz Roofing Tile Co. vs. A. C. & Y. Ry. et al. 

June 9—Washington, D. C.—Examiner Boat: 

Fourth Section Application No. 14226 of C. W. Galligan. 

June 9—Washington, D. C.—Examiner Sullivan: 

* Finance No. 8830—Joint application of Michigan Bell Telephone Co. 
and East Shore Telephone Co. for a certificate that the acquisi- 
tion by former company of properties of latter company will be 
of advantage to persons to whom service is to be rendered and 
in the public\interest. 

June 9—Washington, D. C.—Examiner Sullivan: 

* Finance No. 8864—Joint petition of New York Telephone Company 
and Byron Telephone Company for certificate, as provided in sec- 
tion 407 of transportation act, as amended. 

June 10—San Angelo, Tex.—Examiner Davis: 

Finance No. 7747—Application Abilene & Southern Ry. for authority 
to construct an extension of its railroad from Ballinger to San 


Angelo, Tex. 


June 10—Jacksonville, Fla.—Examiner Hoy: 
eorgia Public Service Commission vs. A. C. L. R. R. (fur- 


ther hearing). 


June 10—Omaha, Neb.—Examiners Johnston and Shinn: 
24306—Coal Hill Coal Co. vs. B. & O. R. R. et al. 


June 10—Evansville, Ind.—Examiners McChord and Haden: 
24258—Cannelton Sewer Pipe Co. vs. A. & E. R. R. et al. 
ee Chamber of Commerce et al. vs. A. T. & S. F. Ry. 

e 5 

June 10—Denver, Colo.—Examiner Johnson: 

— Portland Cement Co. et al. vs. A. T. & S. F. Ry. 
et al. 


2 | Ship by Water 
WILLIAMS LINE 


BALTIMORE — NORFOLK — CHARLESTON 


FAST DIRECT SERVICE 
TO 


San Diego, Los Angeles Harbor, 
San Francisco, Oakland, 
Seattle and Tacoma 

























SAILING FROM 
BALTIMORE| NORFOLK |CHARLESTON 









STEAMER 



























WILLFARO.........-- June 20 June 22 June 25 
WILLZIPO ........... July 3 July 5 July 8 
SAN FELIPE ......... July 16 July 18 July 21 
WILLKENO.......... July 29 July 31 Aug. 3 
WILLMOTO........ Aug. 11 Aug. 13 Aug. 16 





Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates ef sailings and ether information apply te 


WILLIAMS STEAMSHIP CORPORATION 


8 Bridge Street, New York. Telephones: Whitehall f 4-5853 


4-5854 
BALTIMORE, MD. PITTSBURGH, PA. NORFOLK, VA. 
109 East Redweod St. Oliver Bldg. Law Bidg. 
Phone; PLAZA 7377 Phone; ATLANTIC 1432 Phone; NORFOLK 21265 
CHARLESTON, §S. C. CINCINNATI, OHIO 
9 Middle Atlantic Whf. Dixie Terminal Bldg. 
Phone; 4460 Phone; MAIN 1181 


And at our Branch Offices at ports ef call, etc. 
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June 10—Johnson City, Tenn.—Examiners Clifford a J; ; 
24353—American Cigar Box Lumber Co. vs. N. & Ww ‘pyontine: 
— SS . , me. ©: ™ 
n the matter o ivisions of freight rates j; 4 
Mountain-Pacific territories. S in Western and 


June 11—Indianapolis, Ind.—Examiners Snider and Naefe: 

* 23038—Cut Stone Contractors’ Assn. of Chicago et al. 
L. Ry. et al. : 

* 1, & §S. 3589—Stone from Bedford, Ind., district, 
and related points (adjourned hearing). 


i ty ngs — ggg a eRe menmend Conway: 
inance t. No. cess income of Lak 
Clarion Railroad Co. e Erle, Franklin and 
June 11—Denver, Colo.—Examiner Johnson: 
24326—Nebraska State Ry. Commission vs. C. B. & Q. R. R t 
Sun? Gel be to — i, Assn. vs. U. P.R R et at 
an ub. —Colorado and New Mexico C ner ; 
Assn. vs. A. V. I. Ry. et al. oal Operators 


June 11—Omaha, Neb—Examiners Johnston and Shinn: 
24206—Burkhard Motor Co. vs. A. T. & S. F. Ry. et al, 

June 11—Ft. Wayne, Ind.—Examiners Cassidy and Davey: 
— ee 1)—Perrine Armstrong Co. vs. N. Y. C. & St. L 

y. et al. ie: 

24226—Flora Saw Mill Co. et al. vs. C. & E. R. R. et al, 

June 12—Dayton, O.—Examiners Cassidy and Davey: 
24227—-Dayton Veneer Co. vs. A. & B. B. R. R. et al. 


June 12—Argument at Washington, D. C.: 
22473—Corn Belt Coal Merchants’ Assn. vs. Santa Fe et al. 
22662—Dale Oil and Refining Co. vs. C. G. W. R. R. et al. 

June 12—Cairo, Ill.—Examiners McChord and Haden: 
24279—Tamms Silica Co. vs. C. & E. I. Ry. et al. 

1. & S. 3577—Clay or kaolin from Cartersville, Ga., 
and other interstate destinations. 

‘1. & S. 3602—Ex-River grain and products from Cairo, II! 

Valley. ; 

June 12—Greensboro, N. C.—Examiner Clifford and Valentine: 
24172—-Carolina Button Corp. vs. A. A. R. R. et al. 

June 12—Washington, D. C.—Examiner Walter: 

Finance No. 3740—Excéss income of Genesee & Wyoming R. R. 

June 12—Sioux City, Ia.—Examiners Johnston and Shinn: 
24199—Haley-Neeley Co. et al. vs. A. A. R. R. et al. 

June 13—Greensboro, N. C.—Examiners Clifford and Valentine: 
24208—Highland Cordage Co. et al. vs. Southern Ry. et al. 
24240—Fieldale Mills et al. vs. Virginian Ry. et al. 

June 13—Dayton, O.—Examiners Cassidy and Davey: 
24267—-Refiners Oil Co. vs. A. C. & Y. Ry. et al. 


CRS 
to Chicago, m1, 


to Tamms, Iil,, 


to Miss 





YOUNG MAN, rate clerk with executive ability, desires position 
affording increased responsibility leading to advancement. Familiar 
procedure and practice before I. C. C. Address R. A. E. 326, care 
Traffic World, Chicago, IIl. 





POSITION WANTED—By trained traffic man, knowledge of rates 
. C. C. rulings, extensive training in traffic management, age 37 
Address C. G. T. 2124, care Traffic World, Chicago, IIl. 





TRAFFIC DEPARTMENT FORMS FREE—Folder with samples 
of straight and order bills of lading, tracers, claim forms, car record 
sheets, car order forms, and many others. Speed up work, increase 
efficiency, insure accuracy. Write for your free copy now. The 
Traffic World, 418 South Market Street, Chicago. 








Southern Steamship Company 


(Pioneer Steamship Line to Houston) 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston . .. . . . Mondays and Thursdays 


Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 







Low Rates 












THRU RATES AND 
DIRECT WATER ROUTES 





South Norwalk, Bridgeport, New 
WESTERLY fi TOM London and Norwich, Conn. 
: C.F.A., W. T. Li» Inter-Mountain, 
t O South and Southwest 
+ CLYDE, OLD DOMINION, SAVANNAH, 
67 OUR OWN MOTOR TRUCKS 177 ngatT ORY and MORGAN S. S. LINES 


ammme BOAT SERVICE 


TO ALL PONITS SOUTH BOAT AND RAIL THAMES RIVER LINE, INC., PIER 32 E. B., NEW YORK CITY, ERNEST E. FUCHS, President 
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